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Contributions. 





Some Information from Indicator Cards. 





JERSEY CIty, Jan. 15, 1896. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

The accompanying indicator cards are sent for the 
sake of illustrating the usefulness of the indicator as ap- 
plied to locomotives. In fact, itis the only way of ob- 
taining data valuable to the mechanical engineer as _ re- 














to be shortened so as to increase the port opening at the 
crank-end and decrease it at the head-end. 

The valve having 11-in. outside lap was removed and one 

substituted having 1%¢ in. outside lap, ;%; in. inside clear- 

ance at the back edge of exhaust cayity of valve, and the 
valves set with ;-in. lead in full forward gear and ,-in. 
lead in full backward gear. Card No. 4 was taken with 
full throttle and reverse lever in eleventh notch corre- 
sponding to a cut-off of 6in. The result of this change 
was that the performance of the engine was almost all 
that could be desired. 

Card No. 7 was taken with the reverse lever in the 
tenth notch and the throttle three-quarters open, and it 
will be noticed that the mean effective pressure and the 
indicated horse power is less than that of Card 4, due to 
the slower speed and less throttle, the cut-off of course 
being longer. The improvement in the steam distribu- 
tion, as shown by cards Nos. 4 and 7, is very instructive 
indeed. Card No. 6 is shown on account of being taken 
at a slower speed and the reverse lever giving a cut off of 
814 in. which sharply define the points of admission, cut- 
off, release and compression. 

Card No. 1 is shown on account of being taken cutting 
off at fullstroke,so as to illustrate the effect of inside 
clearance. The reversing of the direction of the com- 
pression curve is due to the fact that in the slower speeds 
more steam blows over to the opposite end of the cylinder 
than in the higher speeds. This condition of blowing 
over exists in cards 4, 5,6 and 7, but in a lessdegree. It 
will be noticed in all the cards that the compression curve 
begins earlier and rises more quickly in the head-end 
than in the crank-end, and that the mean effective press- 
ure is slightly greater in the head end than in the crank- 
end. Special attention is directed to the instructive dif- 
ference between cards 5 and 7, both being taken under 
practically the same conditions, except that card 7 was 

taken with the throttle three-fourths open, and had it 
been taken with full throttle the difference would be 
more marked. It is well known that with a valve hav- 
ing neither inside clearance nor inside lap release and 
compression are coincident, and the effect on the indi- 
cator card is the same if the valve be given inside clear- 
ance at one end only, as, when release has taken place at 
one end, exhaust closure, or compression, has not taken 





unless the valves were gone over in the shop and the 
points obtained by actual measurement. The engine 
should be steamed up so as to get as nearly as possible 
the conditions in service. I have in mind two engines, 
the valves of which were gone over. The first one had 
6in. valve travel and valves set with ;; in. negative 
lead in full forward gear, and ; in. negative lead 
in full backward gear. The other one had 5 in 

valve travel and the valves were set with ¥; in. lead in full 
forward gear and 7; in. lead in full backward gear, and 
both the engines give satisfactory service. The engineer 
of the latter engine states that he could run the engine 
hooked up very high. The large positive lead in back- 
ward gear explains this. as the cut-offs for simila 

notches would be longer than if the engine had been set 
with #Jin. lead in both forward and backward motion. 

Card No.2 was taken from an engine having 5-in. 

valve travel and valves set with ;-in. positive lead in 
both motions. The point A designates the point of 
admission of steam to the cylinder previous to the 
piston reaching the end of the stroke. The dotted line 
represents the boiler pressure 162 pounds and it will be 
noticed that the steam chest pressure rises about 40 
pounds above this, and at the time when the valve is 
open and the cylinder in direct communication with the 
boiler. This pressure is probably due to the steam being 
compressed momentarily above boiler »ressure and the 
time being too short for the current of entering steam 
‘*due to excessive lead’’ to reverse in motion to indicate 
on the gage on boiler, or can this rise in pressure be due 
to a shock transmitted to the indicator caused by the 
impact of the two currents of steam and really does not 
represent the pressure in the steam chest? 

If the valve opened at the point Bthe problem would 
be perfectly clear, as the compression would be greater 
than boiler pressure and when the valve opened the 
pressure would drop to or a little below steam chest 
pressure and finally when the momentum has been 
destroyed by the spring, the spring and the steam will 
be in equilibrium. 

In determining the amount of inside clearance, it is 
important that the correct lead is used, as inside clear- 
ance will not correct the errors in this direction. 

In setting the valves on a certain class of engines, it 
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gards steam distribution in the cylinders of a steam 
engine. 

Cards Nos. 1, 4, 5,6 and 7 were taken from an engine 
having 6 ft. 8 in. drivers, 19in. x 24in. cylinders and 
6-in. valve travel. Card No. 5 was taken with a valve 
114 in. outside lap, 1g in. inside clearance at the back 
edge of exhaust cavity of valve. The valves were set ac- 
cording to shop figures, with zero lead in full forward 
gear and ¥ in. negative lead in full backward gear. The 

















Revs. per minute, 268. 
Miles per hour, £5. 


place at the opposite end, and steam blows over to the 
end having the lesser pressure. It will be noticed that at 
a speed of 57 miles per hour (Card No. 4) there are no in- 
dications of “‘ loops,” and it is quite possible that the 
speed could be increased to 65 miles per hour under the 
same conditions without giving ‘‘ loops’? due to exces- 
sive lead when the engine is ‘* hooked up,” and it is evi- 
dent that there was sufficient steam in the cylinder at 
exhaust closure to take up the inertia of the piston, etc., 














Revs. per minute, 240. 
Miles per hour, 57. 


was not difficult to get the valves to cut off equal back 
and front, but the sounding of the exhaust would 
indicate that the engine was “‘lame.’’ This is due to the 
angularity of the connecting rod, in other words, it was 
found that with a uniform release in the cylinders, that 
the rotation of the wheel from the forward center to the 
release, going back, was less than from the back center 
to the release, going forward. The valves were cut out 
at back edge of exhaust cavity a predetermined amount 
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engine had not been developing sufficient power to do: 
the service it had been assigned to, and it was decided to 
apply the indicator. Card No. 5 was taken with full 
throttle and reverse lever in tenth notch, corresponding to 
a cut-off of }in. It is evident upon an examination of 
the card that there was not sufficient port opening in the 
running cut-off to fully utilize the steam-chest pressure 
at the beginning ofthe piston stroke. The valves 
sounded fairly well notwithstanding that the head-end 
was doing about 30 per cent. more work than the crank- 
end, and in order to have the engine give uniform 
diagrams back and front, the eccentric rods would have 


without raising the pressure in the clearance spaces 
above steam chest pressure. 

The Bilgram, or any other dna is very useful in 
designing and proportioning parts of the valye gear, but 
after all this has been done and instructions given 
therefrom for setting the valves in the shop, the figures 
obtained as to the lead points are often deceptive, as has 
been shown by indicator cards, and the distortions in the 
valve gear introduced by the angularities of main rod 
and ecceatric rod and make it almost impossible to cal- 
culate what the lead and other points would be when 
the engine would be running in the shorter cut-offs, 


so as to make release take place diametrically opposite 
each other on the wheel. D. 





Increased Heating Surface in Locomotives. 








NEw YORK, Jan. 15. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

It appears to be the opinion of many persons well in- 
formed in locomotive engineering, that unless ways and 
means are discovered for increasing the ‘heating sur- 
face’’ in locomotive boilers, the engine in its present most 
advanced development has about reached the limit of its 
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capacity. The grate area in locomotives has been en- 
larged until it is virtually impossible to increase its size, 
the driving wheels limiting the width, and bridges and 
the center of gravity the height of the boiler; and it ap- 
pears to be conceded that no advantage would result 
from making the boiler longer. 

One engineer of distinction, vis., Mr. Forsyth, of the 
C., B. & Q., suggests the substitution of a special type of 
water-tube boiler, but I hardly think this will mend 
matters, as all boilers of this type that have hitherto been 
tried in locomotives are understocd to have proved un- 
satisfactory. The solution of the difficulty of increasing 
the efficiency of locomotive boilers would therefore seem 
to rest in the increased heating surface of the tubes, and 
the object of this communication is to suggest how this 
can be brought about. The only change necessary to ac- 
complish this desirable end, other than the change of 
tubes, will be the change of tube-sheets in existing loco- 
motives. 

When we speak of heating surface, we mean, of course, 
heat-absorbing surface. Now there are some things that 
we know, and amoig these is the fact, that unless the 
heat in its passage through the tubes is absorbed by 
them, the tubes do very little good other than to act as 
longitudinal stays to the boiler and as an outlet from 
the firebox to the smokestack for the products of com- 
bustion. The advantage of the tubes, therefore, so far as 
the generation of steam is concerned, must be measured 
absolutely by the amount of heat they can be made to 
absorb in the passage of the gases through them, for 
unless the heat is first taken up by the tubes, it natu- 
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is estimated by the highest authorities at something 

under five per cent., and that the waste of fuel or power 

in the manner we are using coal at present, is estimated 

at something over 95 per cent., and locomotives are 

probably no exception to this rule. 

HEAT-ABSORBING OR FIRE SURFACE OF PLAIN AND SERVE'S 
LOCOMOTIVE TUBES PER SQUARE FOOT OF TUBE SHEET. 
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The increased evaporation obtained by the useof Serve 
ribbed tubes in France has been so great that one rail- 
road, the Paris, Lyons & Mediterranean, is now, I be- 
lieve, using them exclusively in all new locomotives, and 
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the bridge, at least two tracks in the direction of travel 
would be required. 

Were there no elevated cars to cross the bridge, I am 
satisfied that three tracks for trolleys would suffice, be- 
cause they could then be-placed side by side, and two of 
tiem could be used during the crowded hours for passen- 
gers going in the same direction, while the third track 
could be used for returning the empty cars. But as 
elevated tracks are also provided for, three trolley 
tracks could have no cross-over without being side by 
side. Such arrangement would require the elevated 
tracks to be outside the trolleys, one on each side, in 
which case the elevated tracks would have no cross-overs. 
On the whole, the best arrangement seems to be to place 
the elevated tracks in the middle, and to have two 
trolley tracks on euch side of them. Then all could have 
cross-overs wherever necessary. 

With such an arrangement, I find that the live load 
over the whole bridge, (including the roadways and the 
footwalks) under the present condition of traffic, would 
not exceed 10,000 pounds per running foot of the bridge ; 
but I prefer to provide for future contingencies by call- 
ing it 12,000 pounds per foot run, which is 3,000 pounds per 
running foot less than, in my former approximate esti- 
mate, I had assumed for a bridge of fourtracks. Conse- 
quently I am of the opinion that the bridge can be con- 
structed with six tracks at acost not to exceed that of 
my former approximate estimate for four tracks. 

But if tbe width is limited to1'8 ft. the footwalks must 
be put above the carriageways. I would much prefer to 
have them outside the trusses and on the same level with 
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Side View and Plan of Richmond Compound Mogul Locomotive for the Missouri, Kansas & Texas. 


rally cannot be given out or distributed by them to heat 
the water. 

Everybody knows, who has taken the trouble to look 
into the matter, that much the most of the heat passing 
through the ordinary plain boiler tube is entirely lost, 
and passes into the smokestack essentially unused, be- 
cause the action of the draft is to draw the gaseous 
stream into the center of the tube and away from the 
friction of its walls; so that most of the heat imparted 
to the ordinary plain tube comes from radiation, which 
is enormously less than the heat obtained by actual con- 
tact of the metal with the products of combustion. On 
its entrance into the tube the gaseous stream fills up the 
orifice, but it immediately begins to stretch itself out, 
and is much less voluminous on its exit into the smoke- 
stack than when it entered the tube. 

Now, the cure for these shortcomings is to adopt a tube 

that will counteract or nullify them to the greatest 
extent, and such a tube is the one that has the most 
heat-atsorbing surface, viz., the Serve ribbed tube, which 
averages over 90 per cent. more of this surface and 60 per 
cent. more weight of metal than the ordinary plain 
boiler tube. In the passage of the gaseous stream 
through this tube, the ribs penetrate it on all sides, 
extract the heat from it, and convey it to the surface of 
the tube, which is thereby made hotter and consequently 
in acondition to evaporate more water. 
; The Serve tube should be used in locomotives of 2%{ in. 
O, D. to compensate for the area for the passage of the 
gases taken up by theribs, and I hand you a table here- 
with showing what the gain in heat-absorbing surface is 
between the different diameters of tubes commonly used 
in locomotives per square foot of tube-sheet, spaced at 
different distances apart. 

Let us not forget that the energy or power extracted 
from coal, as used in the average boiler the world over, 


has changed the tubes and tube-sheets in some 250 old 
ones. Serve tubes are also used to a greater or less ex- 
tent on all the French railroads. 

Judged by its results, which would appear to be the 
only reasonable way to look at the cost of any mechani- 
cal improvement, the Serve tube is the cheapest in the 
market, because by its economy (or increased steaming 
capacity, which is the same thing), it soon pays for itself 
outright, and then goes right along and makes money 
for its owners. C. W. WHITNEY. 








East River Bridge—New York. 





Ata meeting of the East River Bridge Commission 
last week, the Chief Engineer, Mr. L. L. Buck pre- 
sented the following report : 

Ihave the honor to report the result of the confer- 
ences not only with the engineers of the Brooklyn trolley 
lines, but also with Mr. Pearson and Mr. Knight, inde- 
pendent consulting electrical engineers of high author- 
ity, regarding the feasibility of operating trolley cars in 
trains under the control of the motorman of the leading 
car, the development of trolley cars to be expected in the 
future, and the provision required to be made for them 
on the bridge. Mr. Knight’s report is herewith sub- 
mitted. Mr. Pearson will appear before you with his 
report to-day. 

These reports agree in the opinion that at present 
there are no adequate means of running trolley cars in 
the way suggested. Therefore, if trolley cars are to be 
run across the bridge under present conditions, it must 
be singly, or with motor cars and three or four trailers. 
Under these circumstances it would be idle to think of 
carrying an adequate number of passengers during the 
crowded hours on one track, If trolley cars are to cross 


the other tracks, because such arrangement would afford 
a better distribution of the weights upon the cables, and 
would be less laborious for pedestrians. It would 
cost no more, except for the right of way, to put them 
outside than to place them over the carriageways. 

In this connection I would again suggest the advis- 
ability of removing all buildings, for the length of the 
bridge approaches, between Broome and Delancey 
streets in New York, and between South Fifth and 
South Sixth streets in Brooklyn, and letting the cities 
use the space not occupied by the bridge for small parks. 
This would be a benefit to both cities ; it would afford 
advantageous views of the bridge which could be ob- 
tained in no other way, and it would give much-needed 
breathing spaces in the most densely populated regions 
of both cities. It would also give the room needed for 
the storage of material during construction. 

If this suggestion could be adopted, there would be no 
objections to putting the footwalks on the outside, and 
all danger from fire would be avoided. It may Le 
that the Park Commissioners or other proper officers 
would co operate with the Bridge Commission in obtain- 
ing this object. 








The Accountability of Directors. 





At the recent meeting of the Bar Association of New 
York at Albany Mr. Henry W. Jessup, of New York 
City, read a paper on the question, Are Directors of Cor- 
porations Held to a Sufficient Accountability ? The 
speaker quoted the following passage from Cook on 
stockholders : 

‘*TIn these latter ve the robbery and spoliation of cor- 
porations and stockholders by the corporate directors 
and managers have been systematized into well-known 
methods of proceeding, and the carrying out of such 
plans has become a profession and an accomplishment. 
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The skill, audacity, experience and talent of the highest 
order of administrative ability have reduced to a certainty 
the methods of diverting the profits, capital and even 
the existence of the corporation itself to the enrichment 
of the corporate managers and their co-conspirators. 
Tilegitimete gains are secured and enormous fortunes 
are amassed by the few at the expense of the defrauded, 
but generally helpless, stockholders.” 

While indisposed to admit that the picture drawn by 
Mr. Cook is in all respects true, it is apparently justified 
by the history of many American corporations, whose 
stockholders hold gorgeously engraved certificates, as 
valueless as Confederate paper dollars, and whose direc- 
tors have amassed fortunes not represented in that cur- 
rency. And the two conditions, poverty for the share 
holder, wealth for the director, seen to be traceable to 
a common period of time—the brief checkered life of the 
so-and-so mining or manufacturing, or railroad com- 
pany. 

I believe the fault, if any, lies, not in the disposition of 
the courts, nor in the limited remedies provided against 
breaches of trust in this class of cases, but, back of all, in 


it appears like a revolutionary change, but in reality it 
is not such. The courts already differentiate corporate 
directors and hold them to varying degrees of liability, 
according to their activity of function. Thus, I suggest 
nothing more than an embodiment in our statute books 
of rules of equity, and the addition of such efficient 
modes of procedure as shall afford speedy redress for the 
injuries that stockholders and those dealing with the 
corporations, as well as the public, may have sustained. 








Compound Mogul Locomotive.—Missouri, Kansas & 
Texas Railway. 





The Richmond Locomotive and Machine Works, hav- 
ing had marked success with its compound locomotives 
has recently completed a compound mogul for the 
Missouri, Kansas & Texas Railway. It is designed for 
freight service and has cylinders 19 in. and 30 in. x 24 in. 

Through the courtesy of the builders we are enabled 
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Richmond Compound Mogul Locomotive for the Missouri, Kansas & Texas. 


the reckless and unguarded modes in which legislatures 
permit corporations of almost all kinds to be created and 
set in full and vigorous operation, with managers whose 
or eee is vaguely defined or largely misunder- 
stood, 

The general corporation law of this state defines 
‘directors,’ when used in relation to corporations, as 
esomgge | “trustees or other rt by whatever name 
known, duly appointed or designated to manage the 
affairs of the corporation.”” The same act, together with 
the Penal Code, defines with considerable rigor the 
liability of such directors to the people, to corporate 
creditors and to the stockholders—so that it would seem 
that so far as the Legislature could do so it has safe- 
guarded the stockholder and, therefore, that if his rights 
are unredressed the fault must lie in the courts. But 
this I do not believe, and so I venture the suggestion 
that the trouble is due toa lack of differentiation or 
classification. of directors in our statute law. Let me 
illustrate : The advertising columns of our daily papers 
frequently contain lists of the boards of directors of 
banks, trust companies and other corporations, which 
include names of men whose standing is calculated to 
invite popular confidence in the corporation. Some of 
these names appear in the boards of several such com- 
panies. And yet everyone knows that their relation to 
the bank or company in question is nominal, or at most 
advisory. On the other hand, there are a great number 
of corporations whose managers or trustees assume the 
entire control and management of the company’s busi- 
ness. These two extremes represent two radically differ- 
ent kinds of trustees, between whom our General Cor- 
poration Law draws no distinction. 

In continental Europe these two classes of corporate 
directors are differentiated as to their functions as well 
as their accountability. What we call a stock cor- 
poratien is in France, styl .d ‘‘Société Anonyme,” or an 
anonymous company, or society. Such companies or- 
ganize with two classes of directors, the one actual 
managers, tie other mere mandatories with specified 
and limited functions. Could the rights of stockholders 
be better safeguarded, and their remedies against 
breaches of trust on the part of corporate trustees be 
made more sure and efficient, by differentiating directors 
as to their activity of 1:unctions, and requiring or per- 
mitting in all stock corporations two classes of directors ? 
Let us see. It is a well-accepted proposition that direc- 
tors of a corporation may be called to account for 
breaches of trust. But the working of this rule is some- 
what qualified by requirements of law in cases where it 
is sought to hold directors personally liable for malfeas- 
ance: 

First —The c »mplaining stockholder must offer affirma- 
tive proof of the m sconduct charged, going to establish 
fraud in fact. 

Second—A condition precedent to such a stockholders’ 
action is the refusal or neglect of the corporation to de- 
mand redress. <A litigant must satisfy the court that he 
has exhausted all the means within his reach to obtain, 
within the corporation itself, the redress of his griev- 
ances, before he can be permitted to institute a litigation 
which usually belongs to the corporation. : 

These twc things often conspire to make the complain- 
ing = path a difficult, slow and costly one to 
tread. 

Conceding these practical difficulties, we nevertheless 
find the courts of equity ready to hold directors answer- 
able for or to enjoin them from any action injurious to 
the corporation or shareholders. All remedial law has 
ever been leaden-footed. Corporations are theoretically 
managed by directors. As a matter of fact, they are in 
most cases run by officers. The stockholders who elected 
the director as a trustee supposedly capable and re- 
sponsible may discover that a fraud has been perpetrated 
and that the person answerable to him in damages is 
not t!e substantial trustee, but a wholly irresponsible 
officer, against whom it is not worth his while to pro- 
ceed. Now, on such a state of facts, the courts will 
—— exonerate the director who is not shown to 

ave been guilty of actual fraud. 

A careful examinet'on of the General Corpora‘icn 
Law aud Stock Corpocation Law convinces me that the 
amendments psa Bay carry the Continental scoeme 
into operation would be few and simple, At first sight 


to give engravings from a photograph and drawings of 
this engine. The weight on driversis 106,980 lbs., and 
the total weight 120,080 lbs. The boiler is of the straight 
top type with a 60-in. barrel. The plates are 1¢-in. Otis 
steel, and the working steam pressure is 170lbs. The 
firebox is 8 ft. /-in. long, 343 in. wide, and has a crown 
sheet %-in. thick stayed with crown bars. It has a heat- 
ing surface of 146 sq. ft., while the tubes have 1,372 sq. ft. 
giving atotal of 1,518sq. ft. The grate has 23 sq. ft. 
area. 

The driving wheels are 56in. in diameter with cast- 
iron centers and Midvale tires. The crosshead is of the 
Laird type. The system of compounding has been pre- 
viously described in the Railroad Gazette, and will not 
be repeated here. 

The tender has two four wheel trucks furnished with 
Schoen pressed steel bolsters. The transoms are chan- 
nels, and the trucks are of the rigid diamond type with 
elliptical springs. The tank has a capacity of 4,000 
gallons, and here is acoal space of 6 tons. The New 
York Air Brake Company’s equipment is used on both 
engine and tender. The latter has National hollow 
brake beams, and Sargent brake shoes. 


LEFT SIDE ONLY 
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Richmond Compound—Sectional Views. 


The engine is fitted with Nathan sight feed lubricator, 
Monitor injector, Coales safety valves, Sargent brake 
shoes, Ashcroft steam gages, and driving springs made 
by Chas. Scott & Co. 

The table gives the principal dimensions. 





Description. 
WOO. ect ot tacks bi xt Ole ean cata tee tbshteet Megnul 
Name ur number ......... osha 2 Wokatelacde Ree «id ernest 2 
Name of builder........... Richmond Loco. & Mach. Works 
Name of operating road.............. Mis-ouri, Kansas & Texas 
Gro cddtcccccivedecesecegcéucteyeniean cco Snevsnencteda 4ft.9in. 





uate a i addiecdndecssdsadacasccecmenenus Compound 
Sp et UE OE Wovens crcscccceceves cece Bitumivous coal 
NT IN oie 8c cddididacduanccurasecksencauqeud 106, lbs. 
= SEE Wi xunegacncacksededaaneuauuadd 13,100 “* 
s Geadadss saccucenwdcueccedasescucaceuaas 120,080 “ 
General Dimensions. 
Wheel base, total ie odes acncaseicaccvennes 20 ft. 1% in, 
a Ric ddcada: cgndae- week Ktusecueaeae bes 
a “ total (engine and tender).............. 45 ** 394 «3 
Length NU GI, MII aos. bac cdadacadccsccesageaes 32 “*11% “ 
i “ total (engine and tender).......... 57 “* 10% “ 
Height, center of boiler above rails...........-..000+ eel 
“of stack = ” Bote” Bg 
Heating surface, firebox 2 
‘ pe - tubes 1,372 
” ~ total......... 
GR Oils cnacnce: sscaane.s 





Se I iain duc cctcndedavicducndudeceneiduadsdedacciawne 6 
= MIE Ni icin chu acncecdeaededqavacecnecdaaabuaaade 56 in. 
Oy OE GIR i cccesccnncacecedanesedseas Cast iron 

UE CC OIE © cidcccca veicce Sdne aecdackedecte n, 

Journals, Griving axle, SiBO......-..ccccccccsccccccecces 8x 8% “* 
be ruc a? 4 ddhacuaatauddecens uot ankeaens x3 ° 

IIs 5 incdocccccccectaauececucéug <4: 6 x 549 ** 

Cylinders. 
Cylinders, diameter. ..........-cccceseces H. P. 19 in, L, P. 30 in, 
Piston, stroke ..... cnaté Gadduhudeeniucedahed<es eaandanaavel 24 ¢ 







. diameter.... .. 
Kind of piston rod packing. 





Main rod, length center to center................0005 6 ft. 834 in. 
Steam ports, length . ..........-.... KP. LES 
big cig 5 Ree << - aa ees 
Exhaust ports, length................ eS fe See 
. a ea eee ee 
PUI CRIN gece dates daccaesusae oS ° fe? * ees 
Valves. 
Vabweey BiG OE 65 onic ccc cccccccce uta wedh ens Richardson Balanced 
pe Oe Seana H. P. 54; L.P.6 = in. 
—— | pense a a ae 
** inside clearsnce................ phe: a ae 
“  Jeadinfollgcar......... ow Rs Bw 
= 7 CORSE ANE OF WOrla OER. 6. ioc cecccccccccces Variable 
Boiler. 
hE RRRCCPECETE TOOT T TET OLE C CET EP ET TTC CEE Straight top 
t WO ONG W ORME BOI ons c ccccccccccccdcieccece 170 Ibs. 
> NIE UNION, dais cdacndes cocedcwestavecésed Otis steel 
* thickness of material in birrel ..................... in, 
Ot os co wc cndeaasectaccntoecsmadiness bas 
Seams, kind of horizontul.... ........... -.. Quadruple riveted 
ee circum erential.......... ....... Double ‘* 
OE BIO ios doc eee cescccacdéccceeuscdecaawxae in, 
. I anes ickenddicccdecakedaavecausedcecd, * 
Crown sheet stayed wWith.............ccceccsccesecees Crown bars 
MN I agra: Kocccccancnssaucseccedesecdanedeacadaes 31% in. 
Tubes 
De I itanssciacsies seceeccesvees: desseccccexcaccatensees 
«material... Charcoal Iron 









“ outside diameter 





* length over sheets. Viagra nacti nblemiae ty 11ft.6 “ 
Fircbor. 

acids tec cecccdsucccedacudecesancacaids . OF, in. 
cag. POR ingtranenihentencetnaase 8 te ie 
“a i cndaasia dncturacaddives exdddaededn, 6244 “* 

“ De, DMs dtndagee nediacccedenddsednedacunnas 9g ** 

« WMALETIAE. 5... -coccccsessccsescunes Otis Hom. Cast Steel 

s thicknens Of Ghects..........ccccccccceseececcsccees Ys in. 


bes brick arch? No. 
“ water space, width.Front 4 in.; sides 3 in.; back 3 in. 


Smokebox. 

Cia CNN Soa. ewe ciciedadcadncctadascateacccscadad 61 in, 

se NS aba ndegcan nbawacedrmeleucewtacaevecesane 73% ** 

Other Parts. 

Exhaust nozzle........ 0-2 see cosceee coccscee coccccsesece Single 
” GIAMBI O 5 onesccccicevesccescccdenxccvnns 4% in, 

“ distance of tip below center of boiler... .234 * 
Netting, Wire oF plate. ..........6...c-ccccereeere ....Both 


size of mesh, 3 to 1 in. of perforation. 





tack......... Le eeccececccererecerececssseseeseees traight 
= HORII oi cc cccccccccsds ccdcccasdews -»- 17% in, 
“ height above smokebox........:.. ...cccsececees 4ft.2 “ 








Train Accidents in the United States in December. 


COLLISIONS. 
REAR, 


1st, 11 p. m., on Delaware, Lackawanna & Western, at 
Preble. N. Y., a passenger train ran over a misplaced 
switch and into some freight cars standing on the side 
track, wrecking the engine 
and freight cars and the first 
twe cars of the passenger 
train. The baggage car 
caught fire from the engine 
and a portion of the wreck 
was burned up, together with 
a storehouse near by. The 
engineman and fireman 
were killed. The switch had 
been maliciously misplaced, 
the lock being broken. 

4th, on Norfolk & Western, 
at Ennis, W. Va., a freight 
train, with a helping engine 
at the rear, broke in two on 
an ascending | ee and the 
rear portion of the train ran 
back into the head of a fol- 
lowing train, making a bad 
wreck; conductor, engine- 
man and brakeman killed 
and fireman injured. 

7th, on Pittsburgh & Lake 
Erie, at Newport, Pa., pas- 
senger train ran intothe rear 
of a preceding freight mak- 
ing a bad wreck. One pas- 
senger and 3 employees were 
—" 2 of the latter fa- 
tally. The wreck took fire 
and 2 cars of the passenger 
train and 8 of the freight 
were burned up. The freight 
train failed to flag the pas- 
senger train at the proper 
time. 

14th, on Queen & Crescent, 
at High Bridge, Ky.,a work 
train standing in a tun- 
nel was run into by a freight 
train. The conductor and one brakeman of the work 
train were killed, and one man on the freight was in- 
—<— It is said that a flagman was sent to stop the 
reight, but failed to do so. 

15th, on Delaware, Lackawanna & Western, near Dover, 
N. J., a freight train which had been stopped ata draw- 
bridge was run into at the rear by a following freight, 
wanekin g 6 cars of cattle. A drover was killed. 

15th, on Nerthern Central, near York, Pa., a freight 
train descending a grade broke in two, and the rear por 
tion afterward ran into the forward one. A brakeman 
was killed. 

16th, on Cincinnati, Hamilton & Dayton, near Milton, 
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O., a passenger train ran over a misplaced switch and 
into the rear of a freight train standing on the sidetrack, 
wrecking the caboose and 12 freight cars. The engine- 
man, fireman and 36 passengers were injured. ; 

16th, on Illinois Central, near Oxford, Miss., a freight 
train ran into the rear of a preceding freight, wrecking 
the caboose and overturning the engine. One conductor 
was fataliy injured. 

3lst, 9p. m., on Terminal Association tracks, in the 
tunnel at St. Louis, Mo., a passenger train of the Wabash 
road which had stopped on a curve was run into at 
the rear by a following passenger train of the Vandalia 
line. The fireman was killed and 2 other trainmen were 
injured. The signalman at the outgoing end of the tun- 
ne! block section had reported the Wabash train clear 
when in fact it was delayed in the tunnel. 

And 22 others on 17 roads, involving 5 passenger and 
30 freight and other trains. 


BUTTING. 
5th, on Boston & Albany, at Boston, butting collision 
between a passenger train entering the terminal sta- 


17th, on Pennsylvania road, near Broad Street Station, 
Philadelphia, collision between a passenger train and a 
train of empty passenger cars, wrecking one car. | A 
brakeman was killed. Many extra trains were running 
on the crowded tracks of the terminal at this time, in 
consequence of a great rush of passengers, which was 
due to the suspension of traffic on the street railroads on 
account of a strike. : 

19th, on Chicago, Peoria & St. Louis, near Madison, Ill., 
collision of freight trains; 1 brakeman killed. 

19th, on Sonora Railway, at Nogales, Ariz.,a passenger 
train, which had become uncontrollable on a descending 
gr ade in consequence of the supply of air for the brakes 
becoming exhausted, run into a carload of ore in the 
yard, wrecking the freight car, 2 locomotives and 1_pas- 
ve 8 ge An employee jumped off the engine and was 
injured. 

2ist, on Boston & Albany, near Newton, Mass, a 
passenger train ran into a freight train which was 
switching on the main track, and the baggage master 
and one passenger were injured. There was a dense fog 
at the time. 


2 /%e*- 25th, on Texas & 
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Fig. 1.—Rail Fastening for Harlem River Draw and Approaches. 


tion and an empty passenger train backing out, doin 
slight damage. Several passengers were slightly injured. 
7th, on Texas & Pacific, between Plaquemine, La., 
butting collision between a passenger train anda freight, 
making a bad wreck; a tramp was killed, freight engine- 
man fatally injured and one Pa atric injured. 
lith, on West Virginia Central & Pittsburgh, near 
Cumberland, Md., collision of work trains, injuring 
several employees, one fatally. 
llth, on Union Pacific, near Dana, Wyo., butting col- 
lision between a freight train and an empty engine, the 
latter having run past a meeting station, contrary to 
orders. Both firemen were tabaved. 
12th, on Iowa Central, near Peoria, Il., butting col- 
lision of freight trains on a bridge; 1 engineman killed 
and 1 fireman injured. 
12th, on Buffalo & Susquehanna, at Cherry Springs, 
Pa,, butting collision of passenger trains, badly damag- 
ing both locomotives. Five employees were injured, 1 of 
them fatally. 
16th, on Iilinois Central, near Jackson, Tenn., 5 cars 
— from a treight train which was switching in the 
yard and ran out some distance on the main track and 
met a freight train on a trestle, making a bad wreck. A 
brakeman was killed and the engineman was _ badly 
injured. 
20th, 4a. m., on New York Central & Hudson River, 
near Horseshoe Point, N. Y., butting collision tetween 
a passenger train and empty engine; the passenger en- 
gineer was killed, and the other engineman and 1 fireman 
were injured It is said that the empty engine was run- 
ning on the time of the passenger train. 
2ist, 7 a. m., on Philadelphia & Reading, near Frank- 
ford, Pa., butting collision of passenger trains, wrecking 
the foremost cars of both trains and killing 2 passengers. 
Twelve passengers were injured, 1 fatally. The scouth 
—— train left Frankford in violation of the time-table 
rule 
22d, 3 a.m.,on West Shore road, at Suffalo, N Y., 
butting collision between switching freight trains, badly 
damaging both engines. A man ridingon one of them 
was badly scalded. 
23d, on Cincinnati, New Orleans & Texas Pacific, at 
Cardiff, Tenn., butting collision of freight trains, wreck- 
ing 5 locomotives and many cars. A tramp was killed 
and 4 trainmen were injured. A defective telegraphic 
order had been given to one of the trains. 
26th, on Burlington & Missouri River, at Seward, 
Neb., a westbound passenger train ran into an east- 
bound freight, making a considerable wreck. A fireman 
was — and 5 passengers and 1 trainman were in- 
ured. 
, 26th, on Southern Railway, near Peyton, Ga., butting 
collision of freight trains, doing considerable damage. 
Both firemen and 1 brakeman were killed and one engine- 
man was fatally injured; 5 tramps were also hurt. 
One of the trains disregarded a telegraphic order. 
30th, on Baltimore & Ohio Southwestern, near North 
Bend, Ind., butting collision of passenger trains, both 
running at considerable speed. Both engines and 3 bag- 
gage cars were wrecked. One fireman was killed and 2 
yassengers, 4 trainmen and 1 tramp were injured. 
“he operator at Storrs reported one of the trains to the 
despatcher as not having passed, when in fact it had. 
This operator is said to have been a temporary substi- 
tute, 
31st, on Missouri, Kansas & Texas, near Clayville, Mo., 
butting collision between a freight train and a work 
train, wrecking both engines and several cars Six em- 
ployees were injured. The conductor of the work train 
misread his time table. 
And 5 others on 5 roads, involving 1 passenger train 
and 9 freight and other trains. 
CROSSING AND MISCELLANEOUS. 
4th, on Lehigh Valley, near Geneva Junction, N. Y ,& 
freight train backing a crossover was run into by a pas- 
senger train, wrecking a number of freight cars, he 
passenger conductor was injured and the freight engi- 
neer was fatally scalded. 
lith, on Pennsylvania, near Tiffin, O., collision of 
freight trains, wrecking 8 cars, One trainman was 
injured; 





>} 
is senger train of the 
Des Moines & Kan- 
sas City was run in- 
to by a freightof the 
Chicago Great Western, at the crossing of the two roads 
and the rear passenger car was overturned. Eight pas- 
sengers were injured. 

30th, on Metropolitan Elevated, at Lawndale avenue 
Chicago, collision of passenger trains, derailing one car. 
The enn motorman and one passenger were in- 
jured. 

And 10 others on 10 roads, involving 5 passenger and 
14 freight and other trains. 


DERAILMENTS. 
DEFECTS OF ROAD. 


4th, on Savannah, Florida & Western, near Dinsmore, 
Fla., a passenger train was derailed by a broken frog ; 
2 trainmen and 3 passengers injured. 

12th, on Colorado Midland, at Woodland, Col., a pas- 
senger train was derailed and 7 passengers were injured. 
It is said that the derailment was caused by a defective 
switch. 

16th, on Erie road, near Narrowsburgh, N. Y., east- 
bound passenger train No. 10 was derailed. and the 
tender, 5 baggage cars and the smoking car fell down a 
bank. Three passengers and 2 trainmen were injured. 
It is said that the derailment was caused by a broken 
rail. 

17th, on Southern Pacific, near Towles, Cal., a pas- 
senger train was derailed by a loose rail, and the first 
and second class sleeping cars felldown abank. Several 
passengers were — 

21st, on, Louisville Southern, near McAfee, Ky., a 
freight train broke through a trestle bridge and 12 cars 
were wrecked. Two brakemen were injured, one 
fatally. 

oth, on South Carolina & Georgia, at Charleston, 
S. C., a switching engine broke through a trestle bridge 
and fell to the ground below. Two trainmen were 
killed and one injured. , 

27th, on Illinois Central, near Water Valley, Miss., a 


a passenger train ran into an electric street car at a cross- 
ing, wrecking the car and derailing the locomotive, 
which, with the baggage car, fell into the ditcn. The 
motorman was killed. Four men on the railroad train 
were injured. 
23d, on Ohio Southern, near Jackson, O ,a freight train 
was derailed at a misplaced switch, and the engine and 
several cars fell into theditch. It is said that the switch 
was turned by a boy 18 years old, just as the engine ap- 
roached it. The wrecker was caught, and is said to 
ave made aconfession. He is believed to be insane. 
34th, on St. Louis & San Francisco, at Butler, I. T., a 
freight train was derailed by stones which had fallen 
upon the track, and the engine and several cars were 
wrecked; 3 trainmen injured. 
26th, on Huntingdon & Broad Top, near Hopewell, Pa., 
a poner train was derailed by running against a tree 
which had been blown across the track, and one employee 
was killed. 
26th, on Pittsburgh & Lake Erie, near Newcastle, Pa., 
a passenger train was derailed by a malicious obstruc- 
tion _It is said that a boy 14 years old, who has been ar- 
rested, has confessed to the crime. He says that he did 
it sonoma he had been put off a train when he was steal- 
ing a ride. 
27th, on Great Falls & Canada (narrow gage), near 
Shelby Junction, Mont., the caboose and passenger car 
of a mixed train were overturned by the wind, and 5 
passengers were slightly injured. The cars took fire at 
once from the heaters and lamps, and were burned up. 
8lst, on Northern Central, near Georgetown, Pa., a 
freight train running at high speed was derailed by a 
rock which had fallen upon the track, and the engine 
and 15 loaded cars fell into the Susquehanna River. - 
Seven trainmen were injured. 
And 5 others on 5 roads, involving 2 passenger and 3 
freght trains. 


UNEXPLAINED. 


4th, on Savannah, Florida & Western, near Jackson- 
ville, Fla., a passenger train was derailed and a sleeping 
car overturned. Six passengers and one trainman were 


injured. 

4th, on Norfolk & Western, at Breeden, W. Va., the 
engine and 15 cars of a freight train were derailed and 
wrecked. 

4th, on Norfolk & Western, at Patrick, W. Va., a 
wrecking train was derailed and 5 employees were in- 
jured, one of them fatally. 

8th, 2 a.m., on New York, New Haven & Hartford, 
near Port Morris, N. Y., a locomotive was derailed and 
felldown a bank. The engineman, fireman and one 
brakeman were killed. 


SECTION A-B 





SECTION C-D 


Fig. 3.—Sections of Steel Tie. 


10th, on Norfolk & Western, near Welch, W. Va., the 
engine of a passenger train was derailed and fell into 
the river. Ons employee was killed and 2 injured. 

12th, on Southern Railway, at_Thicketty, S. C., a 
freight train was derailed and 12 cars were wrecked. 
The engineman was killed. ‘ 

12th, on Baltimore & Ohio, at Sykesville, Md., a freight 
train was derailed and one car fell upon the adjoining 
track, where it was run into by another freight. The 
fireman of the latter train was injured. 

12th, on Pennsylvania road, at West Philadelphia, a 
caboose was derailed and ran against a passenger train 
which was passing on an adjoining track, badly damag- 
ing be passenger engine. The engineman was fatally 
injured. 

‘2th, 8p.m.,on Philadelphia & Reading, at Norris- 
town, Pa., a passenger train was derailed at a switch and 
2 passenger cars were overturned. [Four passengers 
were injured. ; 

14th, on Lake Shore & Michigan Southern, at Salem, 
Pa., a freight train was derailed and several cars were 
ditched. Three trainmen were injured, one of them 
fatally. 

18th, on Norfolk & Western, at Duniow, W. Va., a 
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Fig. 2.—Improved Form of Hartford Steel Tie, Used on the New York Central Railroad. 


passenger train was derailed by a broken rail and the 
express messenger was injured. — ‘ 
nd 4 others on 4 roads, involving 4 freight trains. 
DEFECTS OF EQUIPMENT. 

22d, on Pennsylvania road, at Princeton Junction, 
N. J., the locomotive of a freight train was wrecked by 
the explosion of its boiler and several freight cars were 
derailed. The engineman was killed. ; 

And 16 others on 15 roads, involving 1 passenger train 
and 15 freight and other trains. 

NEGLIGENCE IN OPERATING. 

23d, on Metropolitan Elevated, Chicago, an electric 
motor car became uncontrollable at Forty-eighth street 
and ran over a bumping post and fell to the street 
below. The conductor, motorman and one passenger 
were injured. It is said that the motorman was asleep 


and failed to apply the brakes at the proper time. 
And 4 others on 4 roads, involving 4 freight trains. 


UNFORESEEN OBSTRUCTIONS. 
14th, on Union Pacific, Denver & Gulf, at Denver, Cul., 


freight train was derailed and 9 cars fell down a bank. 
Three trainmen were injured. 

24th, on New York, New Haven & Hartford, at_Cen- 
tral Falls, R. I., a freight train was derailed and one 
tramp injured. a ' . 

25th, on Cleveland, Cincinnati, Chicago & St. Louis, at 
Milford, Ind., 13 cars of a freight train were derailed and 
fell through a bridge into the river. Two trainmen were 
injured. 

hea 21 others on 21 roads, involving 2 passenger and 19 
freight and other trains. 


OTHER ACCIDENTS. 


13th, 5a. m., on Atchison, Topeka & Santa Fe, near 
Newton, Kan., the heater in a passenger car in a moving 
train exploded, injuring 5 passengers. It is said that the 
safety valve was found after the explosion to be in good 
condition. : 

20th, on Denver & Rio Grande, near Wigwam, Col., 
the engine of a passenger train was wrecked by the 
breaking of a parallel rod and the engineman was 
fatally scalded, 
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22d. on Southern Pacific, near Colfax, Cal., the loco- 
motive of a freight train was wrecked by the explosion 
of its boiler; 3 trainmen injured. 


And 3 others on 3 roads, involving 3 passenger trains. 





A summary will be found on another page. 








A Costly Track for Hard Service. 

Many persons believe that steel ties will come into 
use in this country along with compound rails without 
joints, and other suggested improvements in track con- 
struction. The Chief Engineer of the New York Central, 
Mr. Walter Katté, isa strong opponent of the present 
system of one-piece rails, spikes and wooden ties, and an 
advocate of both metal ties and compound rails. In an 
article by him on Improvements in Permanent Way, 
which appeared in the Railroad Gazette for Feb. 2, 1894, 
a careful outline is given of the improvements which he 
suggests, and which he believes will come in the future. 
We are not at all sanguine asto the ultimate general use 
here of steel ties, and regard the compound rail as ex- 
tremely improbable. But, however that may be, the 
immediate use.of steel ties in the United States will be 
pretty closely limited to certain special places, where the 





Fig. 4.—Section Showing Splice Bars, 


traffic is very heavy and where the difficulty of mainte- 
nance and renewals is great. Such places are tunnels and 
viaducts where trains pass frequently, where material 
must be handled at great disadvantage and where men 
can work only for short intervals without interruption, 
and even then in constant danger. On the New York 
end of the New York Central & Hudson River there ex- 
ists precisely such a place. 

This is from Fifty sixth street, north of the Grand Cen- 
tral station to 110th street, which is in the four-track ap- 
proach to the Grand Central station, and includes the 
Harlem tunnel. Indeed, so far as heavy traffic goes, the 
conditions are the same from the station to Mott Haven, 
north of the Harlem. The daily train movements here 
amount to about 500 a day on four tracks and about three- 
fourths of these are made in the daylight hours. It fol- 
lows not only that the use of track is severe, but that its 
care and repair are very difficult. Below Fifty-sixth street, 
however, the numerous switches prevent the most ad- 
vantageous use of metal ties, and above 110th street the 
rails are laid directly on the bridge fioor, as will be de- 
scribed later. 

Metal ties are now being laid from 110th down to 106th 
street. These ties were originally bought in 1892 for use 
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the solid floor system, as shown in Fig. r From 106th 
street up to 110th street the grade of the old masonry 
viaduct has been increased somewhat, and some new 
courses of stone work have been added to the existing 
masonry. On this section, therefore, new ties had to be 
laid, and it was decided to put down some of the ties 
which the company had on hand. These ties are a 
modified form of the well-known Hartford model, and 
“were made by the Schoen Manufacturing Company, of 
Pittsburgh. They cost $2.50 each, and but for the enor- 
mous trafficand the difficulties of making renewals on 
the section of road for which they were intended, would 
have been prohibited because of their high cost. An 
analysis of the steel used in these ties shows: 


Carbon....+.- eungacuaetwens © ecc-cccece 0.10 per cent. 
TIEN a cudadsccussedenateans Dae Cail 
WING cc cocasscneas-sancasdecera Can." * 
DOM scccc:, hes muatodedaund wee « 


.The expense of applying the system of insulation even 
after'such a system had been successfully designed, has 
prevented the laying of these ties until now, but the 
laying of the short section which is now being completed 
would indicate that the entire section before mentioned 
will ultimately be laid with them. 

The tie, which is shown in Fig. 2, is pressed out of a 
¥-in. steel plate, and for this reason the low carbon 
shown by the analysis is necessary. The plate.is 8 ft. 
4in. long and 15% in. wide before pressing, and the tie 
when finished is 7 ft. 10 in. long, with an extreme width 
at the end of 10in. The section, which is in the shape of 
an invertedtrough, as shownin theengraving Fig. 3, is of 
the following dimensions: Width at the middle, 6 in. at 
top, 834 in. at bottom; depth at middle, 314 in. At the rail 
seat the dimensionsare: width at top, 7 in.; width at bot- 
tom, 10 in.; depth, 244in. The middle of the tie is bent 
down three inches, as is shown, the radius of the curve 
which it takes being 3 ft. 10in. long. The ends are also 
curved downward. There are four bolt holes, two at 
each end, and they are }# in. square. 

The tie weighs about 100 lbs. with attachments. When 
laid in the track and ballasted they are entirely covered 
with broken stone, only the rail seats being exposed. 
The ballast thus covers up the ends of the ties beyond 
the rail seats and extends across from one line of track 
to another, thus serving to keep the track in line. As 
shown in the engraving, the ballast is heaped up 3 in. 
high in the middle of the track between the rails. This 
gives 6 in. of ballast over the middle of the tie. 

The rails used are 100-lb. section with supported joints, 
us shown in the accompanying engraving, Fig. 4. The 
splice bars used on the Park avenue viaduct are 3 ft. long 
each, having six bolt holes. They are made in pairs, the 
holes in one being }§ in. square, with rounded coraers; 
in the other, % in., round holes. The bars are 4\ in. high. 

The method of insulating the metal ties and the 
floor troughs from the rails on the elevated structure 
on Park avenue, and on the bridge, is the same through- 
out and isshown clearly in the accompanying engrav- 
ings. It is the invention of Mr. F. W. Wilson, En 
gineer Bridge Department, New York Central Railroad, 
and was patented by him Nov. 5, 1895. It consists of a 
flat plate of indurated fiber one-quarter of an inch thick. 
This plate has two slots, one on each side, in which the 
metal clips sit, Fig5. In addition to the flat plate there 
are two curved pieces of thinner fiber, which insulate the 
toe of the clip from the base of the rail. In this system 
it is impossible for the pieces of fiber to get out of place. 

The clips are provided with slotted holes, allowing 
lateral movement of the rails to secure gage and are 
intended for use with bent bolts %in. diameter of soft 
steel cold rolled ‘‘Harvey Grip thréad,’’ with ‘Ideal’ 
nuts made by J. H. Sternberg & Son, Reading, Pa. 


off the two bolts, tearing or distorting the bent plate, 
or moving the clip, none of which things are at all 
probable. 

Regarding the use of steel ties on the New York Cen- 
tra}, it may be of interest to note that 800 of them were 
laid in 1889, on the Hudson River Division, near Garri 
sons, N. Y. These ties have given satisfaction and are 
in good condition, requiring little care for maintenance. 
Ties spaced 2 ft. 1}4 in. for the entire length of the rail 











FIBRE 


El 


FIBRE 











Fig. 5.—The Wilson System of Track Insulation. — 


have given the best results. The clip bolts have been 
found to hold well and require little attention. These 
ties are not the improved model shown in the engraving 
given herewith. 








Electric Switching on the Brooklyn Bridge. 





In order to understand clearly the nature of the elee- 
tric equipment for switching trains on the New York 
& Brooklyn Bridge it is necessary to say a word as to 
the present method of operating trains. The cars are of 
the size commonly used on elevated railroads and are 
run in trains of four cars. Each car has a grip for the 
cable and an independent vacuum brake system. con- 
sisting of an air pumpon one axle, diaphragms, eylinder 
and pipes. The cars run into the station after releasing 
the cable on the grade, by gravity. After unloading, 
they are tail-switched by a locomotive to the outgoing 
platforms, loaded and pushed to the tilting sheaves, 
where they take the cable, the locomotive then return- 
ing to switch another train. 

It is proposed to equip one car in each train with four 
50-H. P. electric motors, mounted on the car axles, and 
to have this car switch its train, without the use of a 
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Fig. 6.—New York Central S:andard Clips, and Method of Insulation, for Rail Joints on Metallic Ties, Showing Method of Preventing Creeping of Rails. 


the entire distance from Fifty-sixth street to 110th 
street, but were never put down, as asystem of block 
signaling was used, necessitating an electric current 
through the rails, and thus requiring their insulation 
from the steel ties. This difficulty has since been over- 
come bya system of insulation which is shown in the 
accompanying engravings and which we shall speak of 
in detail lateron. The section of track from 106th to 
110th street is carried on a masonry viaduct having 
arches over the cross streets. Above 110th street the 
road is carried on an elevated steel structure supported 
by columns, and on this part of the work the rails are 
bolted by means of clips directly to the metal troughs of 


With them. circular steel washer 243 in. in diameter 
and 3, in. thick is used as shown. 

A further system of insulation is necessary when the 
device to prevent creeping of rails, shown in hig. 6, is 
used. This device consists of a 6-in. « %-in. bent plate 
84 in. long, having two bolt holes in it through which 
the bolts in the splice bars extend. This is shown in 
the engraving, Fig. 6. The bent plate has a slot in the 
side of it, into which the toe of the clip sits. This 
secures the plate to the tie or steel, flooring. It is then 
bolted to the splice bar and rail. A special piece of in- 
sulating fiber is used to insulate the bent plate from the 
clip. It will thus be observed that it is impossible for 


locomotive. To do this, the grip and its attachments 
are removed from the motor ear, as are also the air- 
pump and cylinder, the car being connected with the 
vacuum appliances of the succeeding car. The motors 
are of the inverted G. E. 1,200 type, adapted to this 
equipment. Each motor weighs about 3 000 lbs. and is 
designed to exert a drawbar pull of 1,320 lbs. at 11 miles 
an hour. The frame of the motor and the gearing are 
of steel. The motor is spring supported, relieving the 
axle of nearly all the dead weight. 

The controllers are placed under the car body to avoid 
obstructing the platforms, and are of the type used on 
the Chicago Elevated Railroad. The controllers are in 
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duplicate and the motors can be operated from either 
platform of the car. Each controller can operate the 
four motors or any two of them, as desired. 

The power fer switching is to be obtained from an 
overhead line. A special trolley, a modified form of the 
mining trolley, has been designed for this work. It 
operates in either direction without reversing, and re 
mains in contact with the trolley wire at all times. Two 
will be used, one on each end of the car. An automatic 
circuit breaker is located on each end of the car within 
easy reach of the motorman. 

The trucks are of the same style used on the Chicayo 
West Side Elevated Railroad and have the combined 
advantages of a passenger and locomotive truck. They 
are made by the McGuire Manufacturing Company, of 
Chicago. The increased weight of the car will be about 
nine tons, including trucks and electrical apparatus. 

There are also 12 electric heaters located under the seats 
ofthecar. These heaters, made by the Consolidated Car 
Heating Company, of Albany, havea maximum capacity 
of 40 sq. ft. of radiating surface at 400 deg. Fahr. Five 
graduations ot heat can be obtained by means of a con- 
trolling switch. 

The entire car equipment is supplied and installed by 
the General Electric Company, of Schenectady, under the 
supervision of Mr.C. B. Martin, the company’s assistant 
engineer. The car is to be run for 30 days under service 
conditions and removed, if not satisfactory, without ex 
pense to the trustees of the bridge. 








Proposed Standard Structural Shapes. 


The plan which was proposed some time ago for 
standardizing structural shapes was put into the hands 
of a committee by the Association of American Steel 
Manufacturers. Considerable correspondence has been 
going on concerning the proposed standards, and those 
suggested by the committee are shown herewith, We 
condense them from an article in the Iron Age of Jan. 9. 
The standards suggested are for I-beams and channels, 
and the accompanying drawings and tables fully 
describe them. Asa basis a 6-in. channel is used and a 
6-in. beam. Mr. Taylor, of the Carnegie Company, a 
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Section of Six-Inch Minimum Beam. 


member of the committee, says that the minimum 
weight and sizes may be changed somewhat before their 
final adoption. In a 24-in. beam the minimum weight is 
80 lbs. and the maximum weight 100 lbs. Its size will 
vary by 5 lbs. only, there thus being five sizes of 24-in. 
beams. The minimum weight of the 20 in. beam will be 
64 lbs., the next 70, varying from there by 5 lbs. up to 
100, and so on. 

In rolling 12-in. beams Mr. Taylor says that they role 
from 3811¢ lbs. up to 40 lbs. without changing rolls- 
From 40 lbs. to 55 lbs., the maximum weight, they change 
the rolls and these are special’ sections. This applies 
also to 15-in beams from 60 to 80 lbs., being special sec- 
tions, and to 26-in. beams from 80 to 100lbs. At the pres- 
ent time 56 different sizes of angles are rolled. It is pro- 
posed to reduce this number greatly. 

The formulae for the areas, weights, etc., are as fol- 


lows: 








Formula for area: \3 
Pes 3 
Area =: td +20 (0-2) + C— — 1634. 
OS . 
a: 
Formula for weight: as 
2a o 
Weight per foot = area X 3.4. 2 
Formula for moment of resistance: s al ne 
_Is _._ hl <8 
R= a° Batter = r= 357) S35 
cs 
atpa — tan rs 

T=3 lb d ra 1)) ~RE 
J = Moment of inertia, neutral axis parallel to Las 
flange. Doll 
BK @ 
Formula for area: yor 
. pe g 
Area =%d +28 (b—t) + C—™ 1636 : > 
200 a os 
a6 om 

Formula for weight; = 

Weight per foot = area X 3.4 ; ry 

» 

Formula for moment of resistance: 
h—-l 
R= = =. Batter = r= =; 


Ege + if 
I= 3” a‘ Tet HI 


J = moment of inertia, neutral axis parallel to 
flange, 


é { £ { Bs 

s , ca] ae s| 4 

Sia | Inter. weights. 4g |g2| 4 2 
a | a | a2 |% |2 
In. | Lb. | Lb. | In. | In. ‘Sq in 
15 | 33.0 135 Ibs., then vary by 5 Ibs..' 55.0 | 3.40 | 0.40 9 
12 | 20.5 25 Ibs, _— Ned by 5 lbs "| 45.0 | 2.94 | 0.28 | 6.0 
10 | 15.0 |Vary by 5 lbs ............-. 33.0 | 2.60 | 0.24) 4:5 

9 | 13.25/15 lbs, ha vary wh 5 Ibs..| 25 0 | 2.43 | 0.23) 3.9 

8 | 11.25)Vary by 2% Ib 21.25) 2.26 | 0.22 | 3.4 

7 | 9.75|Vary by aig Ibs... ‘| 19.75, 2.09 | 0.21 | 2.9 

6 | 8.0 |Vary by 2 lbs. -| 15.5 | 192/020) 2.4 

5 | 6.5 | Vary by —- -| 11.5 | 1.75 | 0.19 | 20 

4 5 25 bod by 1ib.. .|. 7.93] 1.581018) 1.6 

3 4.0 Vary by 1lb - | 6.00 1.41 | 0.17 | 1.2 

PROPOSED STANDARD BEAMS, 
pe) - -_ 

° e 3 & 2 ° 
4 54 -@2 ° $ 
2 a Inter. weights. # Fe SEIS P 
aA\s aj) 8 |e 3 
In. | Lb. | Lb. | In. | In. |3q.in 
24 | 80,0 i\Vary bs "SIbs.............. 100.0 | 7.00 0.50 | 233 
20 | 64.0 70]bs., then vary by 5 Ibs../100.0 | 6.25 | 0.50 | 19.3 
15 | 42.0 45 lbs., then vary bv 5 lbs../100 0 | 5.50 | 0.41 | 12.5 
12 | 31.5 '35 lbs. then vary by 5lbs..| 65°0 | 5.00 | 0.35 | 9.3 
10 | 25.0 ,|Vary by 5lbs. __........ 40.0 | 4.66 | 0.31 | 7.4 

9 | 21-0 |25 Ibs., than vary by 5lbs .) 35.0 | 4.33 | 0.29 | 6.3 

8 | 17.75 Vary by ‘246 lbs .25! 4.60 | 0.27 | 5.2 

7 | 15.0 Vary by (2 3.63 | 0.25; 4.4 

6 | 12.25 Vary by 2% lbs 3.33 | 0.23} 3.6 

5 Fy Vary by 24 - 3.00 | 0.21 | 2.9 

4 Vary by 1 Ib.. 2.66 | 0.19 | 2.2 

3 | 5:3 [Vary by i Ib 2.33 | 0:17 | 1.6 


PROPOSED STANDARD CHANNELS, 
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Electric Traction on Trunk Lines. 





The ‘Verein fur Eisenbahnkunde” (society for rail- 
roadography), in Berlin, had discussions on electric trac- 
tion on trunk lines on Nov. 12, 1891; again on the same 
date in 1893, and again in 1895. This time Mr. Leissner 
read the paper, which is condensed below from Glaser’s 
Annalen. 

The results of the past two years for electric traction 
on trunk lines are rather negative, inasmuch as some 
mistaken notions have been corrected by experience and 
misdirected efforts have been recognized as futile. 

The hopes of attaining unusually high speeds are 
shattered and several projects fell flat because existing 
railroad lines are not adapted for operation at speeds of 
150 milesan hour. Specially built roads for high speed 
passenger, mail and express service cannot be made to 
pay. Our generation will not see such schemes revived. 

The conviction has become general, that the introduc- 
tion of electric traction on trunk lines is possible only if 
it neither impairs the usefulness nor prohibits the use 
of that which now exists. 

The dissolution of train service into a single car ser- 
vice is impracticable on lines of dense traffic; if. would 
not increase but reduce their efficiency. Nor is it com- 
patible with the safety of operation to distribute motor 
cars throughout the length of a train of trailers, either 
passenger or freight. We can, therefore, only replace 
the steam locomotive by an electric locomotive, leaving 
everything else as it is. 

There are two kinds of locomotives: (1) the storage 
battery locomotive and the Heilmann locomotive; (2) de- 
pendent locomotives continually taking power The 
speaker condemned the independent ones. The results 
obtained with “ependent ones at Baltimore, Nantasket 
and Mount Holly are encouraging, though far from sat 
isfactory. Only a small fraction of the power produced 
at the central station is realized as drawbar pull. This 
defect will partly be remedied by improvements in 
details and methods; partly it is inherent. 

At high speeds direct-current motors work to best 











intervals, 9.80 x 0.85 x 0.90 = 61 per cent. of power de- 
veloped at the power station. The best stationary multi- 
expanding condensing engines seem to yield 1 H. P. 
hour from 1.75 lbs. of coal. A horse-power hour 
at the drawbar is therefore obtained: with frequent 
1.75 a: _ 
stops at —— = 4.6 lbs.; with distant stops a 
0.38 0.61 





. lbs. of coal, in the latter case according to Railroad Ga- 


1.75 
zette,1894, page 489, more likely from ee = 3.5 lbs. of coal. 


Well built compound locomotives consume on not too 
short runs about 24 lbs. of steam per horse-power hour. 
For an evaporation of 6, therefore, 24 + 6 = 4Ibs. of coal, 
rising to 5 lbs. for short runs per horse-power hour, are 
consumed. Consequently there is not much to be gained 
by a change. 

But coal consumption is only one item in the economi- 
cal balance sheet. First cost, interest and depreciation, 
cost of reserve power and reserve parts, cost and main- 
tenance of power and rolling stock, have all to be con- 
sidered. 

The great first cost of the many power stations needed 
for long lines with dense service will prevent a change of 
motive power at the present state of the electric art. Not 
less than 10 per cent should annually be written off with 
a view to keeping up with improvements. Reserve 
requirements will be less with electric than with 
steam service. Cost of maintenance will also be in favor 
of electric operation. The reliability, regularity and 
safety of electric operation cannot be gainsaid. 

To date the experiments on steam railroads are limited 
to short branches; the equipping of trunk lines has not 
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Section of Six-Inch Minimum Channel. 


yet been attempted for economical and technical reasons. 
But the variable requirements of a dense and compli- 
cated service offer also grave problems. At certain 
hours of the day there will be only one to two trains on 
the line, at others .0 to 30 at a time, and the weight of 
freight trains is subject to considerable variation. 
Again, there is the convention, sport and excursion 
traffic, military transports, encumbering lines to their 
utmost capacity, but for a few days only. In such emer- 
gencies train service with steam locomotives offers not 
the least difficulty. It is only necessary to concentrate 
the locomotives from neighboring sections to the par- 
ticular spot. 

It would be unreasonable to adopt the electric installa- 
tion to such rare, though regularly recurring, require- 
ments. Locomotive traction will remain the only possi. 
ble solution for such conditions. The electric require- 


‘ments must therefore not ienpedie the present steam ser- 


vice. 

The solution of the electric long-distance service prob- 
lem must be expected from the developmens of the 
alternating current apparatus. 








Chicago Elevated Roads. 


The “Alley” Elevated.—The annual mecting was held 
Jan. 20 and the annual report was presented. The in- 
terest on the bonded indebtedness, amounting to $525,000 
for 1895, has been defaulted, and Oct. 5 the road passed 









































advantage. Eighty-five per cent. of the power delivered 
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DIAGRAM FOR MINIMUM BEAMS 


(Beams and Channels will be cut to lengths with extreme variation not exceeding 1% in. Any cutting to less 
variation will be charged ; cent per Ib. extra.) 


to the motor is then realized on the drawbar. The per- 
centage is brought down by variations of the speed of 
thecar. For urban and suburban service, with stops in 
distances of 1,000 to 1,500 ft., no more than 60 per cent., 
even 50 per cent. only, is realized; where runs of not less 
than say 6 minutes at full speed can be made about 80 
per cent. may be expected. Again, if at the power sta- 
tion 85 per cent. of the indicated power of the steam 
engine is obtained at the generator terminals, and if the 
efficiency thence to the motor terminals is 90 per cent., 
there is realized asdrawbar pull: For stopsat short in- 


tervals, 0.50 x 0.85 x 0.90 = 38 per cent.; for stopsat long 


into the hands of a receiver, Mr Marcellus Hopkins (the 
President) being appointed. In 1893 the State Board of 
Equalization placed the value of the property at $200,000 
per mile, which was considered far in excess of its real 


-value. In 1894 taxes were paid to the amount which was 


considered just and the remainder were contested. 
This led to costly litigation and a remission of a large 
part of its ba’ance was obtained. The amount still due, 
together wiih the legal expenses, was paid out of the 
earnings of 1895, when in reality it should have been 
charged to 1894. This made the-operating expenses 
higher, their percentage with respect to earnings being 
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75.5 per cent. Deducting these legal expenses and taxes 
before mentioned will bring down the percentage to 71.0. 


Earnings: 
Passenger..........-00-006 bilsletwsddee Jan Hdcwetata wes $710,857.02 
OQGREE BROOR aa i vicckccccacacansceccjdeccacdeces sacese, See 
Total Hevsgpeabeiddincaandeadone Lie sanmreeedae $741,167.50 
Expenses: 
Maintenance of way and structure.. - $37,190. i. 
* rolling stock...........s.008 33,906.46 
Conducting transportation. .......... .... 357.4 15.10 
rrr errr 192, 
WE asiciosciecsce, saaeabaciesmetnenacvece 46,680.08 
MME oe digale Garaat daetsadigeces ciesecyersa — 560,384.93 
Net earnings and receipts........ cc. ccceeceeeeee coos 183,782.57 
Inte est on funded debt........ .....ccceeee one ae 000. 
Deficit, 1895..... .....cese08 auanaes aeue Cade aeeena -+. 341,217.43 
1 MEos deceatwcarsoudces iat bbe! Saaienates daealna dace 693.37 
Deficit Dec. 31, 1895.............eeeeeee Ba Seweceeows $397,910.80 
Traffic working: 
Traio mileage Suvucmesedaw «ceasekeades suweeennada 1,110.138 
eo crsxccecnucsieuacnexteceses . 4,243,208 






Passengers carried .......... F Bae 14,218 004 
Average cost per passenger : $.0394 
Opera: ting expenses (total) per train ‘mile... aes _— 


A comparison of these Pn with the 1894 report, pub- 
lished in the Railroad Gazette of Feb. 1, 1895, shows a 


WUITEL A OF PASSELNGEAS 


two terminals and at Forty-third street. It ishoped that 
the Union Loop will be completed before another year 
and this will completely change the distribution. It 
will also increase the number of passengers carried. 

Below is given a table of average daily expenses; & 
more detailed one was published last February in the 
Railroad Gazette. 





1895. 1894. 
Maintenance of way and structure........... $10. in $116.96 
Maintenance of rolling —- Wedeuccucncenavus 73.90 
Conducting transportation......... educunanes 973 22 1,111.93 
General eXpenses............eeeevees deaaseaaes 361. 254.8 
ORME Sc avves aad eccadseataacseunes wieuddaes 7 $1,557.70 
Per cent. of expenses and taes........... 75.5 81.2 
Per cent. of expenses not including taxes.. 69.0 78.8 


Lake Street —The second annual meeting of the stock- 
holders of the Lake Street Elevated took place Jan. 14. 
Since the last annual meeting the Wabash avenue ex- 
tension has been completed and was opened for traffic 
Sept. 22, and the good effects of a better down-town ter 
minal have been seen fr>m the increased traffic for the 
last three months of the year. The Humbolt Park line 
has been given up, and the real estate purchased for this 
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Fig. 1 —Average Hourly Traffic—‘‘Alley ” Elevated Railroad. 


Full line shows results for 1895; dotted line for 1894. 


decrease of 120,000 train miles and 940,000 car miles, an 
increase of 630,213 in the number of passengers, a 
small decrease in the average cost per passenger and a 
small increase per train mile. The road was operated at 
a loss, including interest, of $934.82 a day against $1,046.23 
for 1894. 
No change has been made in the road during the year, 
the proposed extension to Englewood being dropped. 
In order to show the growth of traffic on the road dur- 
ing the year diagrams have been prepared. Fig. 1 shows 
he average hourly traffic on the road for the year, the 
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purpose is now being sold. The terminal at West Fifty- 
second street is being improved by building a large sta- 
tion equipped with two elevators. 

At the last annual meeting a committee was appointed 
to confer with the bondholders for the purpose of ad- 
justing and settling on some compromise in order to 
avoid foreclosure of the mortgage under which the bonds 
were issued. The plan agreed on by the committee was 
to scale down the bonds to 60 per cent. and issue income 
bonds, representing 15 per cent. of the face value of the 
bonded indebtedness, to replace the canceled 40 per cent. 
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STATIONS. 


Fig. 2.—Tickets Sold at Stations on the “Alley” Elevated Railroad. 
Full line is for 1895; dotted line for 1894. 


hours being shown by the abscissas and the number of 
passengers by the ordinates. The full lines show the 
results for 1895, and the broken lines the same for 1894, 
The highest average, which is from 7 to 8 a. m., has been 
increased from 3,996 to 4,545. 

Fig. 2is a comparison between the total number of 
passengers purchasing tickets at the different stations 
during the years 1894 and 1895. The full lines, as before, 
show those for 1895 and the broken for 1894. The geneval 
form of the diagram is the same as that for last year, the 
greatest number offpassengers taking the trains at the 





If the earnings of the company were sufficient to pay 5 
per cent. on the 60_per cent. of the bonded indebtedness, 
then the next earnings would go to pay 5 per cent. on 
the income bonds. Out of $7,473,000 bonded liability, 
$6,574,000 have agreed to this plan. The remainder, 
$899,000, it is hoped, will eventually agree. The earn- 
ings and expenses were as follows: 


Earnings: 
eI dices case ccdedeccddedectskacateascedn.?s Gass $496,776.61 
I 6 iba cawgdgoniwddnecdepediadata tecndonee 20,523.15 
Pardchexudeeats edueeteasietnaden nonensudldeda $517,304.76 





Operating expenses: 








Maintenance of way and structure...........-.++ -» $5,294.19 
* equipment . 17,602.89 
Conducting transportation. . 1790. 
Motive power..............665 <a 086. 
GORGE GHDGRGUG. << occ cccdecccsccccvceseesvecccescsce 
Gain inccdaducarctectddcgdadwqesen dacnewendeenes $319,606, 29 
EO iiidins cancéve y cake cascaedacqueamiccendaas 197,698.47 
From Union Loop Co.’s share of general expense in 
Wabash avenue extension...........0.:seseeeeees 29,600.00 
IDs data dacdudasdevsdususoxeasascaciadadaste $227,298.47 
PM OU ie onace se ssh.cdosatacaudemdeudecuedeccare $265,416.94 
ROUND sc ccecxastincveescewssdeassonsveceue $38 148.47 
7 Pac deqhacdadegusdeucducaqedecudantdadena 165,159.96 
Oe © SR NE dacs ce cs cccusccgaueeesncegsettacads $203,308 43 
Traffic working: 
NE MIN on oc cnc caccucndccsaccevkudscsccnsqusucces 960,498 
DMN ORNNNOD ga gic onesie cuecesivceeuccesersescenuceus 9,936,450 
AVerage COS Per PASSENES............csceee coseeees $ .0322 
Operating expenses per train mile...............0+05 ‘ 3327 


The percentage of operating expenses to gross earnings 
was 61.78. The contract has been let to equip the 
road with electric motive power, using the third rail 
system. No power house will be built; the current is to 
be furnished by the West Chicago Street Railroad Com- 
pany for 10 per cent. above actual cost. It is believed 
that with this equipment the percentage of the operating 
expenses will be reduced to 45. 








European Express Train Speeds. 





In discussing the special train of Oct. 24, 1895, over 
the Lake Shore & Michigan Southern, which ran 510.1 
miles, at an average speed of 63.61 miles an hour, the 
‘Journal of the Austrian Engineers’ & Architects? 
Society ’’ contrasts the speed actually made by European 
express trains and makes up the io Sotowing table: 























Ot | Qao 
Time | Dis- [838 | 3a 
Route. con- | tance, |, on5 eSs 
sumed.| niles, |}oa2 9) o%s 
| > = & =| a 
| °F 1a” 
H. M. 
1. London—Edinburgh, via 
York, Newcastle ......... 7:30 | 397.5 cece 
2. Berlin—Hamburg ........... 3:36 | 178 75 | 49.65 |..... ase 
& Paris—Lyons,..... °...00.0- 7:28 | 320 2.86 eee 
4, lbublin—Queenstown,....... 4:15 | 178.75 | 42.06 |....... e 
5 ego oe Ree 8:42 | 365.62 | 42.02 |......-- 
6. Vienna—Budapesth,.... .. 4:13 | 173.75 | 41.20 |....... ° 
(Pe —e Karlsbad Ex- 
adicarentanudcecasda ds 6:59 | 285 41.36 < 
8. Berlin—-Aisxandrowo (Rus 
sian frontier) ..... 6:14 | 250.62 | 40.20 |... .... 
9. oa via Bres- 
u, Oderberg,..... wacaualae | 12:47 | 491.25 | 88.43 j..... “ae 
10. Pam le = me via. Mag-| 
deburg, Braunschweig... .| 9:32 87.83 |. cccccee 
11, Vienna—Lemberg...... ... 3:00 | 471.9 | 36.30 |........ 
12. Ostende— Vienna, via Brus-| 
sels and Cologne......... 23:35 | 825 | 35.40 |60 min, 
13. + —Vienna, via Strass- } 
burg and Ki Karlsruhe; Ori | . 
CRE BEPIOES 06.000. 0c0000- 84).62, 31.87 |55 min. 
14, a pana: South Ex-| 
eee $07.5 | 31.78 |20 min, 
15. Vienna~Nice, via Venice! 
SS iaicincdceve cecace | 29:47 | 844 38 | 28.31 [55 min, 


Items 6 and z are taken from last summer’s time 
tables ; all the others from this winter’s. 








Tunnel for the Boston Water Supply. 





The elaborate system of water works now in course of 
construction for supplying the city of Bost n and smal- 
ler towns within a radius of 10 miles of it, includes the 
aqueduct which will carry water from the Nashua River 
reservoir to the distributing reservoirs near the city. 
This reservoir is about 50 miles from Boston. Proposals 
for sections 2 and 3 have been advertised for. These 
sections include a tunnel 11,319 ft. long. The grade is 
1 ft. in 5,000 for part of it and 1 ft. in 2,500 for the rest. 
The greatest distance from the bed of the tunnel to the 
surface is about 250 ft. The route of the tunnel is nearly 
straight, though a slight change of direction is made at 
shaft No. 3, and again at shaft No.4. At the portal, in 
Berlin, another change in direction is made as the open 
trench is reached. The tunnel will vary in height from 
10 ft. 6in. to 10 ft. 10in. Its width at widest point will 
vary from 12 ft. 2 in. to 13 ft. 6in. The material of which 
it will be built will vary according to conditions of the 
earth through which it shall pass. 

To give some idea of what remains to be done on this 
system of water supply the following items of work are 
in prospect: A masonry dam is to be built across the 
Nashua River; about 5,500,000 cu. yds. of soil are to be 
removed from 61 sq. m. of territory; large dikes are to be 
built; 644 miles of railroad {and 19 miles of ordinary roads, 
to be flooded by the reservoir, will have to be relocated, 
which will involve the construction of some expensive 
bridges. The total estimated cost of this reservoir and 
dam in $9,000,000. The preparation of the plans and 
specifications for the reservoir and dam may be com- 
pleted in time to make contracts next autumn or in the 
spring of 1897. 








New Snow Sheds, 
Considerable trouble has been caused by snow slides at 
the Gunnison end of the Alpine Tunnel, on the Denver, 
Leadville & Gunnison Railroad. On Dec. 23 a snow slide 
occurred which stopped all traffic through the tunnel for 
two weeks. It is reported that the company will build 
snow sheds protecting the road for a distance of three 
miles from the tunnel. Some of the material is already 
on hand and work will be begun when the weather per- 
mits. It isnear this place that the town of Woodstock 
once stood, which was destroyed by an avalanche. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
itsimprovement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distiuctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN TEE ADVERTISING 

, COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only sich matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 

in consideration of advertising patronage. 


A great obstacle to the progress of the reorganiza- 
tion of the Northern Pacific has been removed by a 
decision just reached and announced by the Jus- 
tices of the United States Supreme Court. Each 
Justice has sent to the Circuit Court to which he is 
assigned—these being the second, seventh, eighth and 
ninth—an order that in respect to the proceedings for 
foreclosure the Circuit Court for the Eastern District 
of Wisconsin will be regarded as the Court of primary 
administration, and that the other Circuit Courts 
shall be ancillary in their character. At the same 
time, each Circuit Court reserves the right to make 
such orders as shall seem just for the protection of 
creditors within its jurisdiction. Justices Field, 
Harlan and Brewer united in signing a memorandum 
sustaining this view, but Justice Brown signed a 
special memorandum to the effect that in his opinion 
the Cirewt Court of the district of Minnesota should 
be treated as the Court of primary administration. 
As the whole object of the action is to secure har- 
mony throughout the region in which the property is 
situated, he waives his personal views in defer- 
ence to the opinion of the other Justices and ac- 
cedes to the recognition of the Wisconsin court as 
that of primary jurisdiction. The three Justices who 
express themselves as in favor of the superior author- 
ity of the Wisconsin court justify this opinion on the 
ground that a portion of the line of the Northern Pa- 
cific is within the State of Wisconsin, and that when 
proceedings were begun the Northern Pacific was 
operating its road through the Eastern District of 
Wisconsin and that the jurisdiction of the Wisconsin 
court has been recognized by the Circuit court in every 
district along the line of the Northern Pacific, and by 
all parties, for about two years. They would not be 
understood, however, as passing on the proposition 
advanced, that it is competent for a Circuit Court of 
the United States, by consent of parties, to foreclose 
the mortgage of a railroad no part of which is within 
the territory of jurisdiction of such court. This 
action of the Justices clears the ground and it may 
be expected that the re-organization of the Northern 
Pacific will now go rapidly forward. 











Concerning a City Engineer. 


About the last place to begin to economize in the 
administration of a modern city is in the engineering 
department. This is assuming that department to be 
already under a competent and honest man. The 
whole year’s expenditure for strictly. engineering 
work is such a small percentage of the total expendi- 
ture for buildings maintenance and repairs that it 
may easily disappear in comparison with the effects 
of one mistake in judgment or with the results of one 
year of insufficient or incompetent inspection. The in- 
stances which go to prove these statements are so 
numerous and recur so often that one would suppose 
that they would be plain even to the most “ practi- 
cal” alderman, and yet we must not expect too much 
of the city rulers, It happens once. in a while that 


they come to know of a costly mistake made by an 
engineer or of carelessness or extravagance in the 





administration of an engineer’s office, and we cannot 
expect them to discriminate very accurately as to 
causes and effects. The engineer therefore must: be 
prepared to slowly and patiently educate his public, 
and to do this not only by strict attention to duty in 
that station in life unto which it shall please God to 
call him, but by public defense of his own work 
and of the work of his fellow engineers. And 
it is not altogether unwholesome that engineers 
engaged in munic:pal work should be obliged to 
justify themselves sometimes before the -public. 
Engineers are a singularly faithful and honest body 
of men, but they are often subject to peculiar temp- 
tation to become bureaucratic, and not many worse 
things can happen to a man than that. It is therefore 
good for them, even if it is annoying, to be stirred up 
once in a while and made to account for themselves. 
We could mention a good many instances of depart- 
ments, not alone in city work either, where a placid 
security from investigation has resulted, not in cor- 
ruption or in a low sense of duty, but in that sort of 
fossilized inetficiency which we may call bureaucracy. 

All of these generalizations are suggested by an 
incident which has recently come to our notice from 
St. Paul, Minn. It appears that a retrenchment com- 
mittee, looking about for places to economize, made 
a report implying extravagance in the department of 
the city engineer, Mr. L. W. Rundlett, M. Am. Soc. 
C. E. The Civil Engineers’ Society of St. Paul ap- 
pointed a committee to investigate the grounds of this 
report and to report to the society the results of the 
investigation. The committee consisted of Mr. C. F. 
Loweth, consulting engineer, M. Am. Soc. C. E.; 
Mr. A. O. Powell, civil engineer in the employ of the 
Engineer Bureau of the U. 8S. War Department, and 
Mr. John D. Estabrook, engineer and secretary of the 
C. C. Washburn Milling Co. This committee made a 
very careful examination of the affairs of the depart- 
ment. Several days were spent in the investigation, 
The books of the engineer’s office were thoroughly 
overhauled; one session of the committee lasted 
twelve consecutive hours; and altogether the job 
seems to have been pretty thoroughly done, and we 
may be sure it is not a job of whitewashing. 

The committee undertook to ascertain if the bureau 
was efficiently and economically organized; if the 
work was efficiently done and records properly kept; 
whether the cost of the bureau can be reduced. The 
organization of the bureau consists of a City Engineer, 
four assistants and the necessary clerks, instrument 
men, etc. The assistants have specialized sub-depart- 
ments; that is, one of them has charge of sewéfs and 
streets, one of bridges and water-works, one of the 
office work, and one of the surveys. 

The average annual cost of the work done under this 
department in the three years, 1893, 1894 and 1895, ex- 
clusive of engineering and inspection, was $467,707, of 
which more than half was for construction, and $200,000 
was spent for maintenance,street sweeping and sprink- 
ling. The cost of engineering and inspection was $34,- 
506; that is, engineering was7 per cent. of the whole. 
To ascertain whether or not this was an unreasonable 
percentage, an examination was made of a large num- 
ber of reports of city engineers from various cities 
and of the engineering expenditures of various rail- 
roads. From the city reports it was found that 
the percentage chargeable to engineering varied 
from 4 per cent. to 9 per cent. of the total 
work done, but so far as could be discovered the 
low percentages did not include the cost of inspection, 
Inquiry from the Chief Engineer of one large rail- 
road brought out the fact that in field engineer- 
ing the percentage of engineering cost was 2.1 of the 
total. This did not include any portion of the salary 
of the Chief Engineer or any of the permanent office 
expenses. Another Chief Engineer of ‘a large road 
gave it as his experience, after many years of observa- 
tion on this very point, that the total cost of all engi- 
neering on railroad work varies between 4 per cent. 
and 6 per cent. The engineering work of the city of 
St. Paul is assumed to be fairly comparable with that 
of a railroad 3,000 miles long, and one Chief Engineer 
consulted was of the opinion that the engineering 
charge on a railroad of that length would reasonably 
be $36,000—a little more than the average engineer- 
ing charges in the city of St. Paul. 

The committee is of the opinion that the general 
character of the work of the bureau is creditable to 
the city and its engineers, and as to salaries, so far as 
the committee can judge, the City Engineer has not 
been paid a higher salary than similar responsibilities 
and qualifications would command in a majority of 
cities and in private interests. The ‘‘ moral, mental 
and educational qualifications of the competent city 
engineer are as great and should command as high a 
price as those of any other county or municipal 
officer. The salaries of the four assistants are not as 
great as those paid in most cities or in private work 
for similar qualifications and responsibilities, and the 


city is to be congratulated if it can retain its engineer- 
ing force at the same salaries as in the past.” 

The committee is of the opinion that the engineer- 
ing of the city of St. Paul is economically performed 
and it expresses the further opinion that in view of 
the work now before it the bureau should not be re- 
duced ; that such a reduction would ultimately be 
bad economy. Moreover, from an acquaintance with 
engineering offices, public and private, in many parts 
of the country, and from a minute acquaintance with 
the work and records of the City Engineer’s office in 
St. Paul, the committee reports that it knows of no 
similar office where the work is more efficiently done 
and the records better or more comprehensively kept. 
We cannot bring this short synopsis of the report to 
an end in any better way than by quoting the follow- 
ing words of the committee : 

“The retention of competent professional services, 
rather than the employment of ‘a few honest and dili- 
gent men of average attainments,’ is essential for true 
economy. Faulty design, or a misconception of the 
situation, would cost the city thousands of dollars. 
Critical knowledge of a vast amount of detail is necessary. 
It would be impossible for an engineer, skilled in other 
branches of his profession, but unfamiliar with muni- 
cipal work, to successfully perform many of the simple 
duties of the City Engineer or his subordinates.” 








Control of Railroad Building. 





The New York State Railroad Commission has re- 
cently decided a case not very important in itself, 
but of considerable importance as an application of 
certain sound principles of government regulation of 
railroads. It has denied the application of the Kings, 
Queens & Suffolk Railroad Company (Boynton Bi- 
cycle) for a certificate permitting the company to 
build its road. The project was to build from the 
Kings County Elevated, at the Brooklyn city line, as 
far east as Freeport and Hempstead; although we be- 
lieve the immediate proposition was to construct only 
as faras the village of Far Rockaway. ‘This is the 
Boynton ‘‘ bicycle” scheme which has been before 
the public fora number of years. The proposition 
was to build a railroad which should embody the 
ultimate logical conclusion of the narrow gage idea. 
The wheels, drivers and carriers were to run on one 
rail. Horizontal wheels were to bear in guides over- 
head to keep the cars from falling over. If the de- 
cision of the Commissioners has the effect of burying 
this mechanical vagary it will justify all the expense 
of maintaining the Board for sometime. The money 
of investors will be saved for better uses, and the 
energies of inventors and promoters will be set free 
for work that may be of value to the world. 

The application is denied on the one sufficient legal 
ground that the company has not complied with the 
law in having paid in 10 per cent. of its capital in 
cash ; but the Board reviews somewhat certain other 
considerations which would have prevailed if this 
first technical one had not been sufficient. It is of 
the opinion that there is no necessity for the con- 
struction of theroad. The territory and population 
are now sufficiently supplied with railroad facilities. 
The terminal points of the proposed road are con- 
nected by two railroad lines, forming a part of the 
Long Island Railroad Company’s system. As a mat- 
ter of course the argument was made that existing 
rates of fare are unreasonable and that the applicant 
would give better and cheaper service. The Board 
accepts neither of these arguments. The legislature 
has now full power to regulate fares on existing rail- 
roads, and it does so under laws that are not unduly 
favorable to the railroad companies. If the present 
rates on the Long Island Railroad are. unreasonable 
they can be reduced. 

The promise of the applicant to reduce the cost of 
transportation, and also to reduce the rates to be paid 
by customers, has no binding quality. The new road 
would be subject to the action of existing laws as the 
old roads are, and fares on it could be regulated by 
the law, regardless of the will of the owners. The 
new company must charge what the service is worth, 
and if it charges less it will become bankrupt, and 
bankrupt companies are not desirable. Manifestly, 
the applicant promises to bring about results which 
could be brought about by other agencies, or it 
promises to do what business principles declare to be 
impracticable. Therefore, the Board feels justified 
in stepping in to protect the various interests; that 
is, the old and new investors and the public in the 
territory in question. 

The Board considers the statement that the terri- 
tory which the applicant desires to serve is now sub- 
ject (in transportation matters) to a monopoly. To 
this it is replied that the railroad companies of the 
state are not monopolies; they are as far from the 
condition of monopolies as freedom of construction 
in the past and thorough legal supervision in the 
present®can make them. It is suggested indeed that 
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the railroad service of the state would, in some par- 
ticulars, have been better than it is if investors had 
had more legal protection. 

This is not the first time that the New York Com- 
missioners have used their prerogative in this way. 
Several times in the last few years they have denied 
applications from companies wishing to build new 
railroads on the ground that there was no public 
necessity for those roads. In looking over the list of 
applications one cannot feel that the Commission has 
erred on this side. The number of applications 
denied is proportionately very small, and among 
those granted are many for projects which it would 
probably have been better to kill in their very early 
stages. In this country the whole tendency is for 
Railroad Commissioners to interpret a doubtful case 
in favor of the applicant for the privilege of building 
anew road. Weare only emerging, and that slowly, 
from the theory of unrestrained competition and 
considering all things it is probably wise that the State 
Commissioners should use very carefully their powers 
to stop the building of unnecessary roads. It is part of 
their duty to consider the public temper and to consider 
that they must slowly educate the public to more 
correct views on this subject. Nevertheless, we 
are inclined to think that it would be well if 
the power of veto were oftener used, and there 
are many reasons for thinking that the extreme 
difficulty with which new railroad companies get 
their rights from the English Parliament has been an 
excellent thing for the English railroads and the 
English people. We do not feel at all certain that 
the heavy Parliamentary expenses about which people 
talk so much have not been money well spent. The 
difficulty of getting a Parliamentary charter has pre- 
vented waste of new investments and has given 
stability to old investments, and has made it safe to 
spend sums in improving the facilities of existing 
lines which could not have been justified if the owner- 
ship of those lines had been more precarious. 

In the last three or four years investors have been 
protected by quite another influence than State Com- 
missioners and by an influence much stronger and of 
wider effect. The influence of which we speak is the 
growing knowledgeand conservatism of the men who 
control capital. It has been increasingly difficult 
to raise large sums for building new railroads. This 
has been partly because those who had money to in- 
vest have learned the risks of this kind of investment, 
and partly because the men who largely guide opinion 
as to new railroad investments have been more and 
more prudent and unanimous in discouraging super- 
fluous roads. And, after all, it is in the growth of 
popular wisdom that our greatest security against 
unwise expenditure must lie; but still there is great 
room for the influence in this direction of the public 
officers who are entrusted with the interests of the 
people at large and of the railrcad companies, and 
every indication that those officers have the intelli- 
gence and the courage to take something more than a 
merely popular view is encouraging for the future. 

In the case of the ‘‘bicycle” road there was a peculiar 
reason why it should not have been built. It was 
based primarily not on the pretense of the need of 
greater iacilities, but on a novel and fallacious idea. 
The original idea was that great expense could be 
saved in right of way, track construction, rolling 
stock and operation by reducing the track to one rail, 
and it was claimed that this was possible by the use 
of what was supposed to be the principle underlying 
the bicycle. ‘lhis principle is that a body moving 
swiftly in a vertical plane will stand erect as long as 
it is. kept in motion, and that the swifter it moves 
the more stable it will be. As time has gone on, how- 
ever, and a great many people have learned to ride 
bicycles, it has become a matter of popular knowledge 

that the bicycle does not stand up in virtue of any 
such principle, but that it stands up just as a boy bal- 
ances a cane on his thumb. When it tends to fall on 
one side the thumb (forward wheel) is moved to that 
side, thus bringing the support again under the 
center of gravity. 

It is queer that anybody should ever have supposed 
that a railroad car or a ra:lroad train could be made 
to stand erect on one leg merely by moving it swiftly 
forward in a vertical plane. It could not happen once 
in a thousand times that the car or train would move 
in absolutely still air or with a wind dead ahead or 
dead astern, and a very little excess of wind pressure 
on one sideof the moving body would incline it. 
Those of us who have watched a disk rolling on its 
edge —and most of us have seen this phenomenon 
hundreds of times—know that when the unfortunate 
train began to incline ever so little its fall would be 
very prompt. It would immediately begin to describe 
a curve in the direetion of the inclination, and the 
greater the speed at which it was going the swifter 
and more disastrous would be its fall to the ground. 
So the “bicycle principle.” as applied to the Boyn- 





ton plan, appears to have been abandoned except for 
promotion purposes, and overhead guide rails have 
been adopted. Now it is ciaimed that inclosing the 
train between these guide rails and within the sup- 
ports necessary to hold them up converts train and 
railroad into something like a projectile and a gun. 
‘*The bicycle may be compared with the barrel of a 
gun and the train with the bullet. The bullet cannot 
leave the barrel until it reaches the muzzle. We defy 
anyone to remove the bicycle cars from our structure 
without taking the structure apart. Eliminating, 
therefore, the possibility of the car leaving the track, 
we have only to provide against the possibility of col- 
lisions.” We suspect that most railroad men will fail 
to see the analogy between the gun and the bicycle 
railroad. If the bicycle car or train were run at the 
speeds claimed for it a derailment within this struc- 
ture would be more disastrous than a derailment in 
the open. The result would be to smash the cars 
against the posts and to bring down train and 
structure in a very bad wreck. Most of us would 
rather take our chances at 60 miles an hour on an 
open right of way with no posts alongside. 

Of course many other claims are made for the bicy- 
cle construction. Great stress, for instance, is laid 
on the reduction of the percentage of dead weight 
carried, and figures are published showing how great 
this percentage is in the case of ordinary steam rail- 
roads and how small it might be made by the pro- 
posed construction. No mention is made, however, 
of the fact that the bicycle road would necessarily be 
essentially a passenger road. It could not, in the 
nature of things, carry a large volume of cheap 
freight; but for purely passenger roads we have the 
simple, efficient and well-tried ‘ trolley ” road, where 
the percentage of dead weight has been brought 
down pretty low, and which has the familiar advan- 
tages of commodious cars carried over two rails ; and 
we cannot see that there is any call, either scientific 
or popular, for such a radical departure from well- 
tried methods as the one-rail system. 








December Accidents. 


Our record of train accidents in December, given in this: 
number, includes 72 collisions, 79 derailments and 6 other 
accidents, a total of 157 accidents, in which 48 persons 
were killed and 199 injured. The detailed list, printed 
on another page, contains accounts only of the more 
important of these accidents. All which caused no 
deaths or injuries to persons are omitted, except where 
the circumstances of the accident, as reported, make 
it of special interest. 

These accidents are classified as follows: 





Cross- 
But- ing and 
COLLISIONS: Rear. ting. a. Total. 
Trains breaking 1n two............- 9 o> 9 
Misplaced switch............ ..ss.0. 2 0 3 
Failure to give or observe signal... 4 1 1 6 
Mistake in giving or understand- 

MOONE were cdddacesassaerasn exes 9 1 10 
Miscetlaneous..... 21.000 essece +4 3 3 lv 
Ces ceccecsccéctiacce -l2 7 15 34 

WORM dic~ <a ves veslavagvinaquasnece 31 20 21 72 

DERAILMENTS. 
BEONOW TOM accce vccccoeccs 3; Careless running. ........... 1 
Loose or spread rail.......... S:) Bal WOs Gitigi secs s ce ccicccscess 1 
Defective Kridge............. 3 | Bad switching................ 1 
Nefective switch............. 1 | Snow on track................ 1 
Defective Teg. .......cccccvcee 1 | Eeamdlabdle. ..... cccercese soarre 
BEOROG WHEEL... iccccccccecs Of We dcdcdencues tacncaucqeddue 1 
PRGRGW ONG. 25. cccccveccces 7 | Malicious obstruction... .. 4 
Broken tfuck..... occccccccee 2 | Accidental obstruction ..... 2 
Fallen brakebeam............ 2 | OUnexplained................. 34 
DOB icace civsce sudens 1 — 
Boilerexplo-ion ............ 1 7 
Misplaced switc>...... .sse0.- 2 
OTHER ACCIDENTS. 

Rie ORION soo cd ie dec cee ntscccacenddedétacisunéeassiascss 1 
WERNER, cans, ciiuscccudecdedunseedecendcduedeutsecenessdeee 1 
Broken side rod ec geddee adubudadde deacunidedacddanasdeews 1 
Cae WEEE WIIG FUMIE oo oc ccc ccesiccdieccessoceccdcucsee 1 
CUA CRIT ace dsc sacecddocntvacadanddtavaeded 0s Scadeneeec 2 
6 
Total number of accidents...... ecdvcscccescccssccscesccccee LAT 

A general classification shows : 

Colli- Derail- Other 

sions. ments. accid’s. Total. P. c. 
Defects of road...........005 0 ll 0 1l 6 
Defects of equipment.. ... 9 17 3 29 18 
Negligence 1n operating.... 29 5 1 35 22 
Unforeseen obstructions... 0 12 , 14 9 
Unexplained.......... gevuae 3h 34 0 68 45 
MED, c cccccudceecescvecexns 72 79 6 157 100 


The number of trains involved is as follows: 





Colli- Derail- Other 
sions. ments. accid’s. Total. 
PAGSENTEE  «..- -cecccccccccccccceses 36 16 4 56 
Freight and MME aac) sicceuwseds 95 85 =. 162 
Debio dc cccnccccccssssdedacess Ma SL 6 218 
The casualties may be divided as follows: 
Colli- WDerail- Other 
Killed: sions. ments. accid’s, Total. 
Employees... ........-- wecued 26 u4 1 41 
Gg ns. vos ccnceaséscce conde 4 0 0 4 
CIs 6 ck. cccvccencecace cences dceeuee 1 6 3 
OM ccevedcvcvvdsctiedren:eesvas 32 15 1 48 
Injured: 
Employees .. 39 3 84 
Passengers .. 32 5 107 
Others........ 1 0 8 
OONMD ia vii6 deteisas annexes. nadadw se 119 72 8 199 


The casualties o passengers and employees, wken 








divided according to classes of causes, appear as fol- 


lows: 


Pass. Emp. 





Kile. Injured. Killed. Injured. 
Defects of road.......... 16 
Defects of equipment.... 0 5 3 5 
Negligence in operating f 7 26 44 
Unforeseen obstructions and 
maliciousness ............. 5 1 1% 
eee ee Pa 10 9 16 
UNO is cevidsedusacinieas 4 1U7 41 &4 


Thirty-four accidents caused the death of one or more 
persons each, and 30 caused injury but not death, 
leaving 93 (59 per cent. of the whole) which caused no 
personal injury deemed worthy of record. 
tiThe comparison with December of the previous five 
years shows: 









1895. 1894. 1893. 1892. 1891. 189%. 

CR iio iinccdcsacecce<e 72 66 84 107 125 82 
Derailments....... gameus a 69 77 95 101 lil 
Other accidents........... 6 7 5 lu 8 14 
Total accidents........... 157 142 «6166) «©2120 2340S 207 
Employees killed......... 4t 24 24 37 6? 35 
Others killed........ aeerae 5 7 4 23 18 
Employees injured........ a 58 89 110 172 104 
Others injured............ 32 120 «€6119 = 59 7 
Passenger trains involved "8 58 64 84 2 80 

Average per day: 
Accidents 4.58 5.36 6.84 7.55 6.68 
Killed ... 0.94 1.00 1.32 2.74 1.71 
MR ei ccdcxccecdcdideeee 2.90 6.74 7.39 10.68 5.90 

Average per accident 
MAIR dec desiedcanecascasace 0.3L 0.20 0.18 0.19 0.36 0.25 
RR ie cadeccuakdrcaceuee 1.27 0.63 1.25 1.68 0.41 0.88 


It is somewhat startling to hear of a disastrous butting 
collision, involving a trainload of commuters, going to 
their work in one of the largest cities in the country, 
but that was the kind of accident which killed three of 
the four passengers reported as killed in our present 
record. This collision was on a single-track line of the 
Philadelphia & Reading, only a few miles out from the 
Philadelphia terminal. That no more persons were 
killed may be looked upon as great good fortune. Sub- 
urban trains everywhere are now made up so as to bring 
a carload of passengers immediately behind the tender, 
but in this case there was a baggage compartment occu- 
pying half the length of the forward car at its forward 
end. The explanation of the cause of the collision seems 
to be the old story; the conductor and engineman 
instead of jointly bearing the responsibility, left it each 
to the other ; one of them forgot and the other evidently 
didn’t care. 

The fourth passenger killed in December was a drover 
riding in a caboose. According to the reports, the en- 
gineman who demolished the caboose (and a good many 
cars in front of it) had some air-braked cars at his com- 
mand, but he recognized the value of this additional 
protection simply by indulging in additional reckless- 
ness. 

The butting collision at Preble, N, Y., was reported in 
the Railroad Gazette of Dec. 6, and that at St. Louis in 
the issue of Jan. 10. Another disastrous collision of 
passenger trains was that at North Bend, Ind. In this 
case the neglect of the operator was discovered before 
the collision occurred, but too late to prevent it. The 
anxiety of those possessed of the information was 
heightened by the fact that there was a possibility of 
stopping the west bound train before it met the other. 
A speculative reporter has figured out that there was an 
interval of three minutes in which to save the train by 
telegraphing to an operator on the Big Four road, which 
is located close to the line on which the collision occurred, 
and that telegraphic communication would have re, 
quired only one repetition ; but this expedient was not 
thought of in season. 

The disastrous collision at Peyton, Ga., on the 26th, 
was due to the forgetfulness of two or more men. On 
the Metropolitan Elevated road in Chicago cars tumbled 
down into the street twice in December, but in each case 
there was only one passenger aboard, and no one was 
killed. At Ennis, W. Va., on the 4th,a freight train 
being pushed up hill by two engines became uncontrol- 
lable and ran back, killing three employees. In the 
collision at Milton, O., on the 16th, it is said that the 
passenger train approached the misplaced switch at 60 
miles an hour, and the brave engineer is commended for 
his heroic efforts in applying the brakes so as to mitigate 
the force of the collision. While we have no wish to de- 
tract from the credit due this man, it is pertinent to ask 
the question why some one has not made a heroic effort 
to put in a distant signal at a place like that. Either the 
signal ought to be put in or the speed of trains ought to 
be less than 60 miles an hour. About 20 mine workmen 
were badly injured, two of them fatally, on a runaway 
train on the tracks of the Midvalley Colliery near Sha- 
mokin, Pa., on the 18th. 

Street car accidents were numerous in December. We 
have accounts of 18, all of them on electric lines, injur- 
ing about 40 persons; but only two of the injuries were 
fatal. There were butting collisions at Paterson, N. J- 
(one killed); Medford, Mass.; Hoboken, N. J.; other col- 
lisions at Philadelphia and Chicago, in the latter of 
which a cable car was run into by an electric car; run- 
aways at Lancaster, Pa., Chicago, Norristown, Pa., and 
Pittsburgh. At Denver, on the 14th, a motorman ran his 
car in front of a passenger train, derailing the latter, and 
this accident appears in our record. Street cars got mixed 
up with steam locomotives alsoat Sioux City, Cleveland, 
Lorain, O., Toledo and Philadelphia. 








Some months ago the New York, New Haven & Hart 
ford ran an engine with two headlights placed on the 
smokebox side by side, and although the experiment 
was reported to be unsatisfactory, it appears that two 
engines—those used on the Air Line Flyer—are still 
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equipped in that way. The impression upon the observer, 
seeing such an engine approach at night, is as novel as 
that produced in the daytime by seeing an engine with- 
out a smokestack or without a tender; aud the reporters 
get a conside:able grist out of the episode by reason of 
the fact that the headlights are set ‘‘crosseyed.” This 
is so that the right-hand light will illuminate a curve 
turning to the left, and that the left-hand one will shine to 
the right. The degree of cross-eyedness is not stated. As 
the trains on which these lamps are used run about 50 or 
60 miles an hour most of the time, we doubt whether the 
runner is able to distinguish objects 500 ft. ahead. If he 
can see farther than 300 ft., to any purpose, we shall 
be surprised. One good electric headlight would be 
worth a dozen common lights, either cross-eyed or 
straight-eyed. A man on the Southern Pacific at Duns- 
muir, Cal., lately rigged up a connection between the 
headlight of a locomotive and the truck, which was de- 
signed to turn the light whenever the engine was run- 
ning on a curved track; and this tickles the reporters as 
much as the cross-eyed scheme; but we believe that it was 
found impossible to make an apparatus which could be 
adjusted with sufficient delicacy to turn the lamp so as 
to make the movement of any value to the engineman. 
If it were really practicable and important to have a 
movable headlight, a turntable could readily be arranged 
to be operated by a rod frcm the cab, but we understand 
that the runners on the Indianapolis roads, who have 
used electric headlights longest, look upon such a device 
witb very little favor. There are curves where there is 
no intervening bank to obstruct the view, and where a 
lamp which would throw light on the track some dis- 
tance ahead would be of service; but the great majority 
of curves are not thus situated, and every runner knows, 
from his daylight experience, how few cases there are 
where a view of the track ahead on a curve would be of 
value to him. Instances have been published in which 
the presence of electric headlights has averted a butting 
collision, even where a curve intervened between the 
two trains, but in every one of these instances the light 
prevented the collision, not by illuminating the track 
ahead, but by illuminating the clouds, or the dust or 
moisture in the atmosphere, so that the engineman of 
the other train discerned the approach of the electric 
light. 








We learn from a Kansas paper that the train-caller at 
the Kansas City Union station, J. F. Gregory, has been 
obliged to retire from that position because he has lost 
his voice. He has ‘long been noted for his stentorian 
tones,” and we are told that the people of Kansas will 
miss him. We judge from the friendly tone of the para- 
graph that Mr. Gregory has been an efficient shouter, 
and we are sorry to hear that he is incapacitated for the 
pleasant duties of his position. We have no doubt that 
he was a skillful elocutionist and that when he pro- 
nounced the names of a dozen towns in succession he 
took tin e to enunciate the words so distinctly as to 
make them intelligible, at least so far as to make each 
name plain to the passengers bound for that particular 
town; but in expressing our sympathy with Mr. Gregory 
we feel compelled to say that there are numerous other 
train shouters in large railroad stations whose 
voices, if they should get lost, would be doing the 
public a favor. Such an occurrence would be a 
reason to congratulate the passengers rather than to 
sympathize with the shouter. Thousands of long-suffer- 
ing passengers have for years endured the depres ing 
influence of these bawlers’ inarticulate attempts to earn 
their wages, and we are anxiously looking forward to 
the time when we can rejoice with them over the re- 
moval of this cloud on their happiness. By the way, 
what isthe use of giving the name of more than one 
town, or at most two, in announcing a train ? The name 
or number of the train and suitable placards at the 
doors ought to meet all reasonable demands of passen- 
gers who understand En;lish. And those who do not 
understand English have to be individually advised in 
any event; we never heard of a passenger whose native 
tongue was the same as that of the train-bawler. 








We find in the New York Evening Post a statement 
from Mr. J. J. R. Croes, a member of the Palisades Come 
mission of the states of New York and New Jersey, con- 
cerning the very important work which that commission 
uas in hand. He says that the Joint Commission feels 
greatly encouraged by the favorable expression of senti- 
ment not only in states immediately affected, but in 
all parts of the United States. In the New York aad 
New Jersey legislatures there are bills providing for 
ceding the land to the United States. The New York 
bill has already passed the Senate and it is expected 
will soon pass the Assembly, and the prospect for the 
New Jersey bill is favorable. A bill authorizing the 
purchase by the National Government of 2,000 acres, be- 
tween the Hudson River and the Boulevard, has been 
introduced in Congress and referred to the Committee 
on Military Affairs. It appears that the quarrymen 
who are at work destroying the beauties of the world- 
famous Palisedes are spreading the report that the 
scheme for the preservation of the Palisades is merely an 
effort on the part of the quarrymen of Rockland County 
to drive the owners of the quarries on the Palisades out 
of business, which, of course, is nonsense. The effort 
originated in a sincere desire on the part of people of 
sense and taste to preserve from desecration some of the 
most beautiful scenery in the world, and it has no other 
object, Putting the matter on its lowest plane, every- 
body interested ought to realize that the Palisades pre- 


served are worth more money to the nation than could 
possibly be got out of them by quarrying the rock for 
road metal They attract tourists from all over the 
world, and are important among the influences that have 
made the scenery of the Hudson famous wherever people 
read, 








A bill has been introduced in the New York Legisla- 
ture to require more frequent trains on the elevated rail- 
roads of New York City, between 8 p. m. and midnight: 
A bill has been introduced by Mr. Saunders intended to 
strengthen the law of 1895, requiring railroads to sell 
1,000-mile tickets at two cents a mile. A member from 
Westchester County has introduced a bill to compel the 
New York, New Haven & Hartford to issue 50-trip family 
tickets at 1}, cents a mile. Mr. Bauer has introduced a 
bill in the New Jersey Legislature requiring all electric 
cable and horse railway companies to erect waiting 
rooms and transfer stations, to heat and ventilate their 
cars and charge no more than five cents fare. The pro- 
vision of drinking water in cars, refreshments and sleep- 
berths and the regulation of the motormen’s health and 
wages will doubtless be taken care of by a subsequent 
enactment. A bill has been introduced in the Legisla- 
ture of Virginia prohibiting the transportation, loading 
or unloading of freight on Sunday between sunrise and 
sunset, A bill has been introduced in the Legislature of 
Kentucky, by Senator Coebel, to repeal the charter of the 
Southern Pacific Compary. 'The Mayor of San Francisco 
has lately been ‘‘ whooping it up” against the Southern 
Pacific with great vehemence, and it is understood that 
the Kentucky Senator is acting on a request from San 
Francisco, The Southern Pacific Company, chartered in 

Kentucky, operates the lines of the Southern Pacific and 
allied railroads. 








NEW PUBLICATIONS. 





A Text-Boor on the Mechanics of Materials. Sixth 
Edition. By Mansfield Merriman, Professor of Civil 
Engineering in a University. 8vo, cloth, 368 pp. 
a index. New York: John Wiley & Sons, 1895, 


This edition contains more than double the matter of 
previous ones. The first seven chapters, which have been 
but slightly changed, comprise the matter of former edi- 
tions and constitute an elementary course in the strength 
of materials. The remaining chapters, eight to fifteen, 
are new, and, though of a more advanced character, are 
written in the same clear style which is found in all 
Professor Merriman’s books, enabling the student to 
fully grasp the principles set forth after having studied 
the more elementary part. 

The best way of giving a concise idea of the new 
chapters is to give their headings. These are: VIII., 
Strength of Materials. IX., Resilience of Materials. X., 
Tension and Compression. XI., Flexure of Beams. XII., 
Shea and Torsion. XIII , Apparent Stresses and True 
Stresses. XIV., Stressesin Guns. XV., Plates, Spheres 
and Columns 

In the chapter on strength of materials are given 
tables of mean constants and properties of building 
materials. Also articles on the fatigue of materials and 
the effect of repeated stresses, and a short history of the 
mechanics of materials, which is one of those interesting 
little historical sketches with which the professor’s 
readers are familiar. 

Chapter IX. is devoted to resilience, elastic and ulti- 
mate, of bars, beams and shafts, and is of great interest 
as some important questions relating to impact are set 
forth for the first time in the English language. There 
is also given the early history of the investig tion of 
resilience and some modern experiments relating to it. 

Chapter X., as indicated by its heading, treats of vari- 
ous stresses. These are of a more complicated nature 
than those given in the first part of the book, treating of 
impact considering the influence of the inertia of a bar 
when struck by a moving body; also of centrifugal 
stress; stressesin spherical and cylindrical rollers, and 
the effect of eccentric loads on columns. 

Static and sudden deflections are discussed very fully 
in Chapter XI. Also pressure due to impact, effect of 
live load velocity on stresses, and deflection due to shear- 
ing. 

The general heading, Shear and Torsion, describes 
sufficiently well the contents of the next chapter. 

Chapter XIII., true. stresses as distinguished from ap- 
parent stresses, is one of the most interesting in the book. 
If an homogeneous parallelopiped be subjected to normal 
forces, producing the unit stresses S,, S2 and 8; on its 
six faces, those upon opposite faces being equal, then 
supposing these forces all tensile, the true internal unit 
stresses in the three directions are, 7; = S, —eS,— 
eS3, 7, =S,—eS3 —eS,, T; = S3 —eS, — e S2, in which 
eis the factor of lateral contraction and lies between 0 and 
1g, If any apparent stress S be compressive, it is to be 
taken as negative in the formulas. It has been shown 
that an external shear Son the web of a plate-girder 
produces an apparent tension S and an apparent com- 
pression S in directions at right angles to each other. It 
is now seen that the true tensil stress is S—e(—S) = 
(1 + e) S, and that the true compressive stress is—(1 + e) S, 
and therefore the true shearing stress is also (1 + e) S, 
or about 4S. The true internal stresses are therefore 


about 33 per cent. greater than their apparent values and 
it follows that the real factors of safety in beams: nd 
pate-girders are much smaller than generally supposed. 

The principles of stresses in guns, a subject the average 
person knows little about, are clearly set forth in Chapter 


XIV. Indeed, it seems as if almost any one with the aid 
of this chapter could design a fairly good cannon—one 


‘that he would not be afraid to stand by when it was 


fired. 

The final chapter, XV., treats of plates under pressure, 
such as cylinder heads, etc.; of hollow spheres, and a 
further discussion of columns. Following this is an 
appendix, containing an experiment on the vibrations of 
a deflected beam. which originally appeared in the Rail- 
road Gazette, and the determination of the velocity of 
stress. 

In short, it may be said that this book will materially 
assist the student in the pursuit of the noblest of pro- 
fessions. 

Throughout, numerous references, numerical prob- 
lems and illustrations are given, to exemplify the 
principles; and in the appendix are a number of advanced 
problems to test one’s ingenuity. The book is concluded 


‘with tables of logarithms, squares of numbers, areas of 


circles and weights of wrought-iron bars. 


Home Study. Scranton, Pa.: The Colliery Engineer 
Co. Monthly; $1.50 a year, single copies 15 cents. 


A little monthly paper has just been started in connec- 
tion with the International Correspondence Sehools at 
Scranton, Pa., which is described as ‘an elementary 
monthly journal for students of the industrial sciences 
and readers of the technical press who need a better 
knowledge of arithmetic, geometry, trigonometry and 
the principles of physics and drawing to enable them to 
derive the best results from their reading.”’ 

In the number before us an attempt is made to give 
elementary information on steam engineering, architect- 
ure, plumbing, heating and ventilation, geometry, 
mechanical drawing, the action of pumps, geology, the 
calculation of earthwork, the dynamo, the principle of 
moments and still other matters It will be observed 
that the field covered isa pretty big one for one month 
and for a journal of 24 quarto pages; but it is not to be 
supposed that each reader of the journal will be especially 
interested in each topic treated, and concerning those 
topics in which he is especially interested he will find 
useful information. 

There are two sides to the question whether or not it is 
worth while to try to spread knowledge of applied 
science by easy and popular methods, but on the whole 
we are inclined to think that more good than harm is 
done by such efforts, when they are conscientiously 
made and directed with reasonable intelligence. 
It is quite true of all branches of engineering, as well 
as of other matters, that ‘‘a little knowledge is a danger- 
ous thing,’’ and a great deal of human energy has been 
wasted and worse than wasted by the efforts of men who 
have got a little superficial knowledge of mechanics and 
engineering through popular publications. Indeed, we 
often think that one of the dangers of our country is the 
disproportion between the intellectual activity of the 
people and their real education. A great many of the 
woes which have come upon the Republic are due to the 
attempts of active-minded and ignorant people to solve 
the universe. But, on the other hand, it is this very in- 
tellectual activity, and the stimulus to thinkingand con- 
triving and attempting which our public schools and 
cheap publications have carried down to the lowest ranks, 
that gives us a greater relative population to draw from 
to recruit the classes in our universities and technical 
schools than any other nation has. So, in spite of the 
waste which is inevitable from efforts to popularize 
scientific education, and from efforts to arrive at short 
cuts to useful knowledge, it is at least a plausible idea 
that the final result of these efforts is to increase the 
power and wealth of the nation. 





Annual Report of the Lepartment of Public Works, 
City of Buffalo ; year ending Dec. 31, 1894. 


The annual report of the Department of Public Works 
of the City of Buffalo is a volume of 436 pages largely 
made up of detailed statistics of work done. The Chair- 
man of the Board of Commissioners is General George 
S. Field, M. Am. Soc., C. E., the Chief Engineer is Mr. 
Samuel J. Fields, M. Am. Soc C E., and the Assistant 
Chief Engineer is Mr. Edward B. Guthrie, M. Am. Soc, 
C. E. 

The bridge work done during the year reported 
on was but little, new work amounting to only about 
$20,000. The street paving was a very important item: 
248{ miles was paved with asphalt at acostof $83.09 a 
square yard, or $1,699,642 total. About a quarter of a 
mile was paved with brick at acost of $2.79 a square 
yard. Over 26,000 sq. yds. of asphalt pavement was 
repaired at a cost of $1.58 a square yard. The total cost 
of work executed, outside of salaries and office expenses, 
was $2,207,201. From the report of the Bureau of Water 
it appears that the reservoir, finished July 6, 1894, cost 
$557,336 and has a total capacity of over 116 million gal- 
lons. During the year over 30 miles of supply main 
were laid, making a total of 480 miles in the city. The 
consumption of water per capita is very large, the larg- 
est we suppose of any city in the United States, amount- 
ing to 252 gals. Pittsburgh consumes 233 gals., Phila- 
delphia 159, Chicago 145, Boston 99, New York City 
95. The lowest consumption tabulated in this report is 
Brooklyn, 80 gals. per head. 

The report of the Saperintendent of the Bureau cf 
Streets is an interesting general statement of the prob- 
lem, of the methods in use and of possible improvements. 
The Superintendent makes one complaint which will 
apply to every city in the United States so far as we 
know; thatis, of the ‘“‘senseless practice of scattering 
waste paper of all kinds by thoughtless and careless 











JAN. 81, 1896.} 


79 








THE RAILROAD GAZETTE. 





people.” This seems to be a peculiar national habit, 
which is due probably to the fact that not one person in 
a hundred ever thought that there was the least harm in 
it. The most aggravating example of the practice that 
we know of is in Chicago, where the streets are littered 
from curb to curb with scraps of paper. The moment 
one crosses the threshold of the best clubs in the city he 
is confronted by the sight of this offensive litter, not 
only in the streets but on the sidewalks. We cannot 
wonder that foreigners have a low opinion of our refine- 
ment, with such a sight constantly before their eyes, 
and it is pleasing to observe that New York has im- 
proved very greatly in this particular in the last year or 
two. 


Proceedings of the Fifth Annual Convention of the 
Superintendents of Bridges and Buildings.—The fifth 
annual convention of the Association of Railway Super- 
intendents of Bridges and Buildings was held last Octo- 
ber in New Orleans. We reported its proceedings briefly 
at the time and gave abstracts of some of the papers 
The complete proceedings as they appear in this volume 
are valuable. The report of greatest value is that on 
Strength of Timbers Used in Trestles and Bridges, pre- 
sented by Mr. W. G. Berg, of the Lehigh Valley, which 
sums up a great deal of information drawn from many 
sources. We said that this was the report of greatest 
value. We are not sure, however, that that statement is 
quite accurate, for an excellent report is on Sand 
Dryers and Methods of Supplying Sand to Engines, read 
by Mr. Aaron S. Markley (Pittsburgh & Western), Chair- 
man of the Committee. This gives drawings and de- 
scriptions of a number of plants. Another report of 
decided interest is on Methods and Special Appliances 
for Building Temporary Trestles Over Washouts, by 
Mr. George J. Bishop, General Foreman of Bridges and 
Buildings, Chicago, Rock Island & Pacific Railway. All 
of these reports and other shorter ones were discussed at 
more or less length. The Secretary of the Association is 
Mr. S. F. Patterson, Boston & Maine Railruad, Concord, 
N. H. 








TECHNICAL. 





Manufacturing and Business. 


The power house for the Brunswick Traction Co., 
at Milltown, N. J., will be furnished by the Berlin Iron 
Bridge Co., of East Berlin, Conn. The engine room will be 
64 ft. long and 85 ft. wide and the boiler room 45 ft. wide 
and 48 ft. long. The side walls are of brick and the roof 
trusses of iron. 

The Latrobe Steel Co. has succeeded to the business of 
the Chicago Tire & Spring Co. The offices in the West- 
ern Union Building, Chicago, will be retained until Feb. 
1, when they will be removed to the Old Colony Build- 
ing. Charles H. Ferry, formerly President of the Chi 
cago Tire & Spring Co., continues with the business. 

The National Railway Signal Co. has been incorpor- 
ated to manufacture railroad signals, both visual and 
audible, in Sing Sing. Capital, $100,000, and Directors, 
W. Irving Lee, Chester A. Weller, John Gibney, Thomas 
R. Wright, Wm H. Cullen, Michael Garvey and David 
Greenthan, of Sing Sing. 

The Acme Railway Signal Co. was incorporated Jan. 
27 to manufacture railroad signals and other railroad 
devices in New York city. Capital, $300,000, and Direc- 
tors, Wm. F. Chester, Leonard S. B. Hopkins, of New 
York city ; Theodore H. Enis, of Jersey City, N. J. 


The first of several steam launches of special design 


for southern Mexico has just been shipped by the Marine ' 


Iron Works, Clybourn & Southport avenues, Chicago, 
the destination being 3,2U0 miles from that city. Ship- 
ments of this character are safely made by rail for the 
small and medium sized launches, but for larger work 
the company builds only the complete outfits of marine 
machinery and equipment for the native boat builders. 

C. B. Colby and P. R. Foley have bought the Dauphin 
(Pa.) Car Works, and will spend about $50,000 in prepar- 
ing the plant for making bridges and architectural and 
structural iron. 

The A. Garrison Foundry Co. is building a mill to roll 
aluminum for the Pittsburgh Reduction Company at 
New Kensington. The train consists of a x 28 84-in. 


roughing mill fur breaking down, and a 28 x 8+in, fin- . 


ishing mill of improved design. 


The Receiver of the;Chicago, Indiana & Eastern has 
been directed by the Court to sell all the rolling stock of 
the company, consisting of engines, coaches and freight 
cars and apply the proceeds on the debts of the company 
incurred for labor and material. The appraised value of 
the property is $60,000, and the indebtedness is double 
that sum. 

The Youngstown Bridge Company has established a 
New York office in charge of Henry A. LaChicotte, 
M. Am. Soc. C. E., and for the present will occupy 
offices at 136 Liberty street. The company also hasa 
Baltimore, Md., office at 406 Water street, in charge of 
H. Ashton Ramsay M. Am. Soc. M. E. Its Southern 
office at 421 Jackson Building, Nashville, Tenn.,is in 
charge of H_ T. Sinnott, and its Forth Worth, Tex., offce 
is in charge of L. S. Leversedge. Its Western office 
at Keokuk, Ia, formerly in charge of James B. Diver, 
was discontinued some months ago. 


The Brewer Tube Company, of Toledo, O., recently in- 
corporated with a capital stock of $100,000, has purchased 
a site, 180 ft. x 400 ft and the building, which is to be two 
stories in height, will be 112! x 225 ft. 


The C. A. C. Tie Plate & Supply Company, of New York 
City, has been incorporated to manufacture railroad 
supplies and appliances; capital, $5,000. Directors— 
Charles W. Dorland, Laurence W. Miller and Joseph F. 
Darling, of New York City. 


Notices have been posted at the Sharpsburg, Pa., mill 
of Moorhead, Bro. & Co., fixing the puddling rate at $3. 
It is reported that some of the puddlers were willing to 
accept the new rate, but others refused. Meantime 
Amalgamated Association officers are endeavoring to 
organize the mill. 


The Edgar Thomson Steel Works, which have been 
closed down for several weeks for repairs, have resumed 
operations 


The Oliver Iron & Steel Co., operating the Hainsworth 
Steel Works, Pittsburgh, has made a reduction of 10 per 
cent. in wages. ‘The men accepted it. 


The Consolidated Cattle Car Company has been organ- 
ized, with a capital of $2,000,000, and with offices in Chi- 
cago and St. Louis, to take the cars and carry on the 
business of the late Hicks Stock Car Company, whose 
property was sold at auction recently. Charles E. 
Kimball is President of the company, and Henry W. Gays, 
Vice-President. The company operates 3,000 cattle cars. 


The East Moline Tool Co., East Moline, Ill, capital 
stock $76,000, has been incorporated to manufacture ma. 
chinery : incorporators, Adolph W. Shirring, Charles H. 
Pope and Edward B. Kreis. 


The Clayton Air Compressor Works report a recent 
sale of alarge duplex steam air compressor, of their 
latest pattern, to the Pennsylvania Railroad, for the va- 
rious applications of this power in their Altoona shops. 
This company also has orders for several large com- 
pressors from other railroads for their shops using com- 
pressed air, and are also making a great many smaller 
compressors, for testing and inflating hose and bicycle 
tires and for supplying crude oil burners. 

Attorney General Moloney brought quo warranto 
proceedings in the Circuit Courc at Chicago, Jan. 24, 
against the Illinois Steel Company to have its charter re- 
voked. The company was incorporated in 1889 and in- 
cludes the North Chicago Rolling Mill Company, the 
Union Steel Company and the Joliet Steel Company. 
It is alleged that the company has illegally increased 
its capital stock to $50,000,000, representing that this was 
its authorized stock. The increase in capital stock from 
$25,000,000 to $50,000,000 was voted in Feb., 1892, for the 
purpose of increasing the capacity of the works. It is the 
legality of this action which is questioned. 


The Phenix Bridge Company, of Pheenixyille, Pa., has 
secured the contract for the framing of the new United 
States battleships to be built at Newport News. 


Iron and Steel. 


There was shipped from the Bethlehem Iron Company 
on Jan. 23 the connecting rod for the steamship Saale 
of the North German Lloyd Line. This rod weighs 
about 10,000 lbs., and it was completed within two 
weeks of the receipt of the order. It was thus a very 
quick piece of work. 


The new steel mill of the Lukes Iron & Steel Works, 
Coatesville, Pa., will begin work next month. That 
of the Worth Bros. plant will also start up. These 
two new mills will give employment to several hun- 
dred men. 


Press reports say that the Denver & Rio Grande has 
placed an order with the Colorado Fuel & Iron Co. for 
6,000 tons of steel rails for early spring delivery. 


The Titusville (Pa.) Iron Co. has been incorporated 
with a capital of $250,000, and these directors: John 
Feitig, John S. and J. C. McKinney, J. J. Carter and B. 
F. Kraffert. 


The members of the Amilgamated Asso iation, with 
Secretary Nutt, of the Iron Manufacturers’ Association, 
constituting the conference committee on the wage scale, 
met at Youngstown, O., on Jan. 10 and canvassed the 
sworn reports filed by the iron manufacturers, showing 
the selling price of bar iron at the mills during Novem- 
ber and December. The average of all sales was 1.3 cents, 
which gives the puddlers an increase of 25 cents per ton, 
making the boiling scale for January and February 
$4.50, and an increase of 2 per cent. to the finishing mills, 
The advance applies to tonnagemen. About 15,000 work- 
ingmen throughout the country will be benefited. 


The National Bar Iron Association met et Pittsburgh, 
Jan. 21, and completed its organization by electing the 
following officers: President, James G. Caldwell, Louis- 
ville, Ky.; Vice-President, H. T. Wallace, Wilmington, 
Del. ; Treasurer, George M. Bard, Muncie, Ind.; Secre- 
tary, J. S. Elverson, Catasauqua, Pa. 

The report of the operations of the Cambria Iron Com- 
pany for 1895 shows that six per cent. was earned on the 
old capital of $5,000,000. 

The new plant of the Finished Steel Co. at Haselton, 
O., Youngstown’s suburb, was put in operation last 
week. Steam and electricity are both employed in oper- 
ating the plant. Polished shafting is the pri cipal prod- 
uct. The capital stock is $100,000, and C. Seymour Dut- 
ton is President. 

The Pencoyd Iron Works, according to press dispatches, 
has shut down a part of its works at West Manayunk, 
throwing out about 300 men. It is said that this tempo- 
rary stopping of work has been caused by delay in the 
building of the Blackwell’s Island bridge, for the steel 
work of which the company has the contract. 


Iron and S eel Prices. 

Steel billets and Bessemer pig have gon? up rather 
strikingly during the past two weeks. The rise 
since the first of the year in Bessemer pig is $2.50, the 
price being, at furnace, $12.5, as against $10 on Jan. 1. 
We have recorded both the recent placing of the price of 
coke at $2 per ton, and the fixing of the priceof 
Bessemer ore for the coming year at about $4.00. It is 
probable that the above noted increase in the price of pig, 
and also the increase of from $2 to $2.5) in the price of 
steel billets, are due tothis increased price of raw 
material. 


A Large Iron Smokestack. 
It is said that the largest iron smokestack ever con- 
structed in New England was erected in Rockville, 
Conn., last month. Ittis 100 ft. high, 54 in. in diameter, 
and weighs 10 tons. 


Tie Plates. 

The Avery Stamping Co., of Cleveland, O., writes to 
us with regard to the claim made that the Servis patents 
cover a tie plate with flanges on the under side, running 
parallel with the grain of the wood. Concerning this 
the Avery comp.ny says that the Fox tie plate made by 
that company is fully protected by letters patent, and 
the Avery company will protect all customers using Fox 
tie plates against loss by infringement. 


Shelby Car Wheel Iron. 


The Shelby Iron Co., of Shelby, Ala., sends us a ciccular 
with regard to the merits of Shelby charcoal car wheel 
iron. Last June a wheel made by the Barney & Smith 
Car Wheel Co., Dayton, O., was tested in the presence 
of Mr. J. H. Harris, inspector for the Pennsylvania 
Railroad. It stood 504 blows of a 140-lb. weight falling 
12 ft. It was made of Shelby iron and old wheels. In 
1875 the Barney & Smith Mfg. Co., made a set of wheels 
of Shelby iron which were put in passenger service for 
test as to durability. They ran 70,000 miles, and two of 
the wheels, now in the possession of the Shelby Iron Co., 
would probably stand, easily, 25,000 miles more. 
Stranding of the St. Paul. 

The American Line steamship St. Paul, the second of 
the two vessels built for the International Navigation 
Company by the Cramps, went ashore near the iron pier 
at Long Branch, N. J., on Saturday morning, Jan. 25, at 
about 1:30 o’clock. There was considerable fog at the 
time, and the vessel had not sighted a pilot on this 
account. The passengersand mail were removed during 
the day, and preparations were made to get the vessel 
off. Several kedge anchors were sunk about 1,000 yards 
from the vessel, and from these steel cables led to the 
steam capstan at the vessel’s stern. The first attempt 
by this means moved the vessel about 170 feet to sea- 
ward. Further efforts to remove her were checked by 
a strong wind which sprang up Sunday night. 


Car Lighting. 

Work is soon to be begun in Washington in building 
a plant to make and compress oil gas f r the use of such 
railroad and postal cars as are fitted with the Pintsch 
apparatus. 

The Pintsch system is also spreading steadily in India. 
It has recently been adopted by the Madras Railway and 
has for some time been used on the Bombay & Baroda, 
the Central India, the East Indian and the Great Indian 
Peninsula. Steps are now being taken by other Indian 
railroads to put in use the same system. 


The Lehigh Valley Railroad will shortly begin the 
work of erecting a Pintsch gas plant at Phillipsburg, 
N. J. Pipe lines will be run to the depots at both Phil- 
lipsburg and Easton, so that all cars can be “‘gased.”’ 
The road now gets Pintsch gas at Jersey City and Buf- 
falo, but a number of new coaches are soon to be 
equipped, and an additional plant is necessary. 

It would appear that the directors of the Cale- 
donian Railway Co. are satisfied that oil gas is at 
present the best railway carriage illuminant in the 
market, for they have just contracted for the erection of 
an extensive addition to their gas-making plant. ‘lhe 
tew works, which will be on the Pintsch principle, 
already in operation at their Edinburgh, Glasgow and 
Perth depots, are to be situated near Maryhill, so as to 
meet the company’s increased requirements when the 
Lanarkshire and Dunbartonshire lines are completed.— 
—Railway Engineer. 


Halli Block Signals on the Atlantic City Railroad. 


Officers of the Philadelphia & Reading, which controls 
the Atlantic City Railroad, announce that the entire 
road from Camden to Atlantic City, N. J., 56 miles, is to 
be equipped with block signals. This roan does a heavy 
passenger business in thesummer, and it is said that 
the signals will be ready for use by the opening of the 
coming season. Hall automatic signals will be used. 
Lake Superior Iron Ore, 
The so-called ‘‘Bessemer ore pool’? formed by mine 
operators and sales agents of the Lake Superior district 
has reached an agreement, except so far as one Mesaba 
miner, Andrew Carnegie, is considered. Its total allot- 
ments of ore for 1896 delivery are 10,500,000 tons, of which 
nearly 9.000,000 are to be Bessemer, a far greater propor- 
tion than ever before. Of the total the new Mesaba range 
furnishes a third, the Gogebic 2,500,000 tons, the Mar- 
quette and Menominee a third and the Vermillion the 
remainder.» The Minnesota Iron Co. is given an allot- 
ment of 1,800,000 tons, the Norrie 970,000 tons and the 
Rockefeller mines on the Mesaba 800,C00 tons, all others 
following. The Carnegie mines are only allotted 450, 
000 tons and their owners insist on a larger allotment. 
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Jersey City Water Supply. 
The question of supplying Jersey City with water ap- 
pears to be still unsettled. The Supreme Court of the 
State has set aside the contract made by the city govern- 
ment with the Jersey City Water Company. It is held 
that the award of the contract was illegal for several 
reasons, one being that the Jersey City Company was not 
the lowest responsible bidder. The fact that it offered a 
larger storage capacity than the lowest bidder could not 
be taken into consideration. Then the act under which 
the contractor proposed to condemn certain property of 
the Morris Canal was not valid for that purpose. The 
bids for the water contract were: Rockaway & Hudson 
Co., $5,650,000; East Jersey Co., $7,250,000; Jersey City Co., 
$7,950,000. When the contract was awarded to the Jersey 
City Company a temporary supply for one year was con- 
tracted for with the East Jersey Company. As our read- 
ers know the latter company finds itself unable to supply 
the amount agreed upon: that is, the capacity of its pipe 
line fell far short of what it was supposed it would be. 
So we suppose that there is stillan opportunity for other 
contractors. 
The Reading Subway. 
The Director of Public Works of the city of Phila- 
delphia, Mr. Thompson, says that he expects to be able 
within 30 days to advertise for bids for the construction 
of the depressed roadway for the Philadelphia & Read- 
ing Railroad, in Pennsylvania avenue, Philadelphia. 
This important improvement is to separate the grades 
of the streets and the railroad tracks on the line of the 
Philadelphia & Reading, approaching the Thirteenth 
and Callowhill streets freight station, and the estimated 
cost is $6,000,000, The receivers of the Reading made 
an agreement to bear one-half of the cost, paying the 
city in 30 annual installments. Negotiations have been 
delayed on account of differences between the city and 
the railroad as to the quantity of work to be included 
and as to details of carrying out the undertaking. 
Car Heating. 
In the Circuit Court of the United States for the North- 
ern District of New York, Judge Coxe handed down a 
decision on Jan. 20, 1896, in the case of the Consolidated 
Car-Heating Company vs. The Martin Anti-fire Car Heat- 
ing Company, for infringement of the Sewall Coupler 
patent, in favor of the former company. Judge Coxe holds 
that the patent on the Sewall coupler is ‘‘a distinct 
advance over what preceded it,’’ and its claims are 
broadly sustained by the Court. The opinion says that 
if further argument were needed to prove the practical 
identity of the infringing couplers is shown by the fact 
that they will couple and uncouple as readily with the 
Sewall coupler_as with themselves. 
The Torpedo Boat Ericsson. 
Secretary Herbert has decided to accept the torpedo 
boat Ericsson, from the builders, the Iowa Iron Works, 
subject to a dock trial at New London, to demonstrate 
that her engines are in good order. The department is 
satisfied that the boat, when properly handled, can make 
at least 25 knots per hour. 
The Hollerith Tabulating Machine. 
The tabulating machine invented by Dr. Herman 
Hollerith, of Washington, D. C., for compiling and rec- 
ording statistics, is now in use in the office of the Freight 
Auditor of the New York Central road in New York 
City, and it is to be given an extended trial. After pre- 
liminary tests the officers of the road have decided to 
put in enough machines to keep the whole of the 
accounts of the freight department for the entire road for 
one year, and the machines will be put in operation as 
soon as they can be got ready. This apparatus was de- 
scribed in the Railroad Gazette of April 19, 1895. By its 
use records are kept by means of holes punched in 
cards, a single card for each way bill or other unit, and 
the assortment and addition of items is made auto- 
matically by counting machines and electro magnets. 
Where the amount of work to be done is large the ma- 
chine effects a decided saving in labor, and at the same 
time insures accuracy. 
Improvements at Erie Docks. 
The Pennsylvania Company is improving its facilities 
for handling iron ore at Erie, Pa.,and the track facilities 
are to be enlarged and rearranged, so that a much larger 
movement can be accommodated than heretofore. The 
channels adjoining the docks are being deepened by 
Hingston & Woods, of Buffalo. The new machinery for 
the rapid handling of ore is to be put up by the Brown 
Hoisting & Conveying Machine Co., of Cleveland. Prob- 
ably over $175,000 will be spent in these improvements. 








THE SCRAP HEAP. 


Union Station at Omaha. 

The State Board of Transportation of Nebraska has 
ordered that the railroads entering Omaha shall, on May 
1, begin the erection of a-Union Station. The Milwaukee 
and the Rock Island are, itis said, opposed to the plans 
submitted. 

Settlement of Jersey City Crossing War. 

A permanent injunction was granted on Jan. 23 re- 
straining the Peansylvania Railroad from interfering 
with the National Docks & Junction Company in con- 
structing its tunnel under the roadbed of the Pennsyl- 
vania at Point of Rocks, Jersey City. This is said to be 
the end of a long legal battle that has been waged in the 
courts for seven years. The tunnel is to be the connect- 
ing link between the New Jersey Junction Railroad, 
which runs north from the Pennsylvania road to the 
West Shore station at Weehawken and the National 
Docks Road, running south from the Pennsylvania road 
to the Standard Oil Company’s yard at Cavan Point, 
Jersey ro and will connect the West Shore, the Lacka- 
wanna and the Erie with the Central of New Jersey and 


the Lehigh Valley. The right of way was condemned 
four years ago, and the damages to the Pennsylvania were 
assessed at $95,000. The Pennsylvania appealed. and on 
a new trial the damages were increased to $130,000. This 
amount was paid. The Pennsylvania then fought tie 
plans of the National, which, it was contended, would 
disturb the Pennsylvania’s roadbed. The Pennsylvania 
Company sent a gang of men and filled up the excava- 
tion made by the rival company for its tunnel a few 
months ago. A temporary injunction was then granted, 
and the National Co apany was permitted to complete 
the arch and then stopped. There was a disgraceful 
fight of the bosses and workmen of the rival companies 
last August. 


Canals and Harbors. 


A dispatch from Texas indicates that the imagination 
of a reporter has become inflamed by the arrival at 
Corpus Cristi of a steam yacht from Detroit. He tele- 
graphs that the yacht has on board a party of capitalists 
from Michigan who are investigating a project fora 
coast canal from Galveston to Brownsville. He adds 
that should the canal be constructed, a daily line of 
steamers will be run_between Corpus Cristi, Galveston 
and Brownsville, and that surveys will be begun within 
30 days and construction within six months. 

On the 2ist a steamship crossed the bar at Galveston 
drawing 20 ft.6in. This, it is said, is the heaviest draft 
that ever went over the bar, and shows a gain in depth 
of 6 ft. in the last year. 

_ A delegation from Philadelphia recently visited Wash- 
ington to urge appropriations for deepening the channels 
of the Delaware and Schuylkill. They asked for $500,000 
to dredge the channel of the Delaware to 25 ft. deep and 
600 ft. wide and $25,000 to continue the improvement of 
the Schuylkill. The delegates said that the city had 
already spent a good deal of money on the work and 
had lately appropriated $500,000 to continue it. Major 
Raymond, Corps of Engineers, U.S. A., states in his re- 
rid that the Government plans contemplate a channel 

tween Philadelphia and Camden 1,000 ft. wide and 26 
ft. draft at an estimated cost of $3,500,000. A total of 
$1,617,000 has been spent on this work. There have been 
removed by dredging about 1314 million cubic yards of 
material. For 2.8 miles a depth of 26 ft. has been at- 
tained, a minimum width of 400 and maximum of 1,000. 
The project for the improvement of the Delaware to the 
Bay contemplates a channel 26 ft. deep at low water and 
600 ft. wide. The estimated cost in 1885 was $2,423,000. 
Totheend of the last fiscal year $920,913 was spent on 
the work. Before the improvements were begun the 
channel had a depth of less than 26 ft. for an aggregate 
of about 20 miles and a depth less than 2% ft. for 
about six miles. The total distance to deep water is 
61 miles. Dikes of an aggregate length of over 16,000 ft. 
have been completed and one has been contracted for 
which will be 26,580 ft. long when done. Of this 6,300 ft. 
have already been built to the level of low water. The 
total length of dikes now built (including this 6,300 ft.) 
under the project is 22,808 ft. The benefits to commerce 
from the improvements already made have been great. 

The river and harbor act of 1894 contained an appropri- 
ation of $25,000 for improving the harbor at Wilmington, 
Del. The engineer reporting on the permanent improve- 
ments recommended dredging, building a flushing tidal 
basin at the mouth of the river and the extension of the 
aoe all of which would cost $1,269,000. Colonel Hains, 

. S. Engineers, is opposed tothe tidal basin which, he 
says, would cost as much in construction and mainte- 
nance as it would cost to maintain a channel .by annual 
dredging. The cost of the basin would be $645,000. It 
might necessitate the acquisition of land or legal pro- 
ceedings, which would embarrass the work. The board 
of engineers which considered the reports pro and con 
concluded that the construction of this proposed tidal 
basin is not expedient. 


Great North:rn Improvements, 


The anny: improvements made by the Great North- 
ern during the year 1895 were those made upon the EKast- 
ern Minnesota, which include a new division terminal at 
Sandstone, Minn., comprising a yard of 12 tracks, a 20- 
stall stone roundhouse; a turntable, a cinder pit and a 
stone oil house. Passing tracks at several stations were 
lengthened, so that now sidings of 3,000 ft. and 6,000 ft. 
length are provided alternately at each station. About 
six miles of second track was built from West superior 
to Saunders. A long steel viaduct was built over the 
switching yards at West Superior. On the main line a 
new division terminal, similar to that at Sandstone, was 
built at Melrose. Work was commenced upon a new 
division terminal at Clancy, Mont., whichis now nearing 
completion. A considerable amount of bridge filling 
was done where trestle bridges had nearly reached their 
limit of usefulness, 


Mexican & Guatemala Colonization & Ra lroad Co. 


The Mexican and Guatemala ‘Colonization and Rail- 
road Company was incorporated at Santa Fe, N. M., last 
week, vy Emil B. Bary, of Boston,and A. L. Morrison, 
George A. Johnson and E. L. Bartlett, of Santa Fe, to 
operate in New Mexico and Old Mexico; capital stock, 
$10,000,000. The directors are Robert P. Porter, S. W. 
Allerton, George W. Detwiler, Charles Bary, H. M. B. 
Bary, Emil B. Bary, A. L. Morrison, George A. Johnson, 
and E. E. Bartlett. 


No Certificate for the ** Bicycle’? Railroad. 


The State Railroad Commissioners of New York have 
refused the application of the Kings, Queens & Suffolk 
Railroad Company for a certificate to permit the con- 
struction of its proposed railroad between Brooklyn and 
Far Rockaway. There are two railroads already in ex- 
istence between the termini; if the rates by these lines 
are too high the state has power to reduce them. The 
claim of Mr. Boynton, the projector, that his bicycle car 
“is held upright by its own momentum,” is looked upon 
with suspicion. 

Grain Elevators at Gulf Ports. 

The Illinois Central is making important improve- 
ments at New Orleans, as indicated in the Railroad 
Gazette of Jan. 24. Vice-President Harahan states that 
a grain elevator with a capacity of 1,000,000 bushels will 
undoubtedly be built very soon. Coincidently with this 
announcement comes news from Mobile that General 
Manager Mann, of the Mobile & Ohio, has secured sub- 
scriptions sufficient to put up an elevator at that port 
with a capacity of 260,000 bushels. It is said that this 
elevator will be finished within three months. 








LOCOMOTIVE BUILDING. 





The Baldwin Locomotive Works has contracted to 
build 32 additional locomotives to go to Russia. These 
engines are duplicates of the 20 ten-wheel passenger en- 
gines lately shipped, but the tenders will have eight 
wheels instead of six. These engines have Vauclain 
compound cylinders and will burn naphtha. They have 
three pairs of driving wheels 6 ft. in diameter. 


CAR BUILDING. 


The Cincinnati, Hamilton & Dayton will shortly build 
two parlor cars and two mail cars. 

The Erie Railroad expects soon to let contracts for the 
construction of 500 double-hopper gondola cars. 

The Duluth & Winnipeg has bought 600 25-ton iron 
ore cars from the Michigan Peninsula Car Co. for spring 
delivery. 

The Lake Shore & Michigan Southern will soon let 
contracts for the 1,000 freight cars mentioned in our 
issue of Jan. 3, 

The Cincinnati, New Orleans & Texas Pacific will 
probably build about 150 freight cars of miscellaneous 
types te replace vacant numbers. 

_, The Cleveland Electric Railroad Co. intends to rebuild 
its 16-ft. trailing cars into 24-ft. motor cars. Fifty new 
open motor cars will also be bought. 

The South Baltimore Car Works has just contracted 
to build 400 freight cars for the West Virginia & Pitts- 
burgh. The company has other contracts for 300 cars 
for various coal companies. 

The Elliott Car Werks, Gadsden, Ala., are building 
150 freight cars for the Chattanooga, Rome & Columbus. 
Nearly 400 men are now employed in these shops, and 
there are enough orders on hand to keep them employed 
for several months. 

The shops of the Great Northern at St. Cloud, Minn., 
are at work on an order for 100 coal cars. These shops 
are now running at their fullest capacity, orders having 
been given to put air-brakes and vertical plane couplers 
on 3,000 freight cars. 











BRIDGE BUILDING. 


Bradford, Pa.—The Forman street bridge has been 
reported unsafe and will be closed to travel. Steps will 
be taken to build an iron bridge in its place. 

f the “Island” site is chosen for a city building, a 
bridge will be erected at a cost of $2,200. 

_Bridgeport, Conn.—A drawbridge will probably be 
built over Yellow Mill Pond near this place. ‘The Board 
of Public Works has asked that $57,000 be appropriated 
for the work. 

Carlisle, Pa.—Viewers have decided that a new 100- 
ft. bridge over the Yellow Breeches Creek, near Hatton, 
is necessary. 

Carlyle, Ill.—Bids will be received until Feb. 4 for a 
trestle bridge over the Kaskaskia River. 

Cleveland, ©.—Bids will be received until Feb. 12 
for all the masonry work of the substructure and ap- 
proaches for the Willow street bridge, which is to be 
rebuilt over the old bed of the river. D. E. Wright, the 
Director of Public Works, should be addressed. 

Clinten, Ia.—Bids will be received until Feb. 4 for 
all the iron and wooden bridges required by Clinton 
County during the coming year. Mr. D. McCarthy is 
County Auditor. ‘ 

Dauville, Pa.—Of the 10 bids for the new bridge over 
the canal at Wall street, that of the Havana (N. Y.) 
Bridge Co, has been accepted. 

Defiance, O.—The Brackett Bridge Company has 
secured the contract for the Defiance and Putnam joint 
county bridge. 

Detroit.—Articles of association of the Michigan 
Central Bridge Company were filed with the Secretary 
of State (Michigan) Jan 23, the purpose of the company 
being to build a railroad bridge over the Detroit River 
at Detroit. The company is capitalized at $2,000,000— 
one-half of the estimated cost of the bridge, which is to 
be three miles long. The incorporators are Cornelius 
Vanderbilt, Chauncy M. Depew and C. F. Cox, of New 
York; H. B. Ledyard, Asnley Pond and Henry M. 
Campbell, of Detroit, each of whom _ holds ten shares of 
stock, and the Michigan Central Railroad Company, 
which owns 19,930 shares. 

’ Foit Steele, Wyo.—A wooden bridge is to be con- 
structed over the Platte River at this place. The piers 
for the bridge were built sometime ago. 

Hannibal, Mo.—At the next session of the County 
Court the question of a bridge across the Minnow 
Branch, near Frytown, will be discussed. 

Hartford, Conn.—The Hartford City Council has 


‘adopted a resolution ordering the City Treasurer to 


honor drafts for building a new bridge across the Con- 
necticut to the amount of about $400,000. An injunction 
is likely to be asked for in the courts by citizens who Op- 
pose immediate building of a permanent bridge. This 
is the bridge for which the contract was once let and 
annulled. 

Harrisburgh, Pa.—City Engineer Cowden has been 
instructed to prepare plans and estimates for subways 
at Market and Herr streets. The railroads interested, 
the Pennsylvania and Philadelphia & Reading, and the 
Pennsylvania Canal Co., have, it is said, agreed to pay 
their share of tue estimated cost of $150,000. 

A 160-ft. iron or steel bridge will be erected over 
Mahantongo Creek, near Uniontown, by the joint com- 
missioners of Northumberland and Dauphin counties. 

Hartville, Wyo.—The contract for the 360-ft. bridge 
over the Platte River has been awarded to the Wrought 
Iron Bridge Co., at a contract price of $3,420. The bridge 
will be in nine spans of 40 ft. each, and will have a 12-ft. 
roadway. The piers will be on pile foundations. 

Iowa Falls, Ia.—Estimates are being made of the 
probable cost of a new wagon bridge across the Iowa 
River at this point. B. B. Bliss, a prominent real estate 
dealer, is said to be back of the enterprise. The bridge 
is intended to throw open a large tract of land adjoining 
the business part of the city that has hitherto been in- 
accessible from any highway. 

Knoxville, Tenn.—According to reports a commis 
sion has been appointed to prepare plans and secure bids 
for a bridge over the Tennessee River, to be either of 
stone or steel and to cost $225,000. The April term of 
court will act on these plans. 

Macon, Ga.—A bridge is needed at Spring street over 
the Okmulgee River. The structure will, it is estimated, 
cost about $40,000, and the County Commissioners are 
now considering the advisability of its construction. 

McConnellsburg, Pa.—Viewers have recommended 
the erection of anew county bridge over Sideling Hill 
Creek, in Union Township, near the Bedford County 
line. 

Middletown, O.—Ten bids have been received for a 
lift bridge over the canal at Franklin street. The lowest 
is that of the Hamilton Construction and Tool Co., of 
Hamilton, O., $5,125, the highest that of the Brackett 
Bridge Co., of Cincinnati, $6,280. 

Miller’s Falls, Mass.—Nothing will be done regard- 
ing the rebuilding of the bridge between the towns of 
Montague and Erving, which was recently washed away, 
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until after the town meeting to be held March 2. Bids 
will probably be asked for during the spring for a steel 
or iron structure. 

Milton, Pa.—The free bridge over the Susquehanna 
River, six miles above this place, was opened to traffic on 
Jan. 22. It connects Northumberland and Union 
counties. 

New Haven, Conn.—It is reported that the New 
York, New Haven & Hartford has been ordered by de- 
cision of court to build a new bridge over the crossing at 

Olive street. 

New York.—Mr. L. L Buck, Chief Engineer of the 
new East River bridge, has made a report in favor of 
building a structure with sufficient room for six railroad 
tracks. Four of these tracks are intended for the bacon 4 
lines crossing the bridge and two are for the elevate 
roads. If the width is limited to 118 ft. the footwalks 
will of necessity be above the carriage ways. Mr. Buck 
recommends placing them level with the driveway and 
on the outside. The nen is to put the two elevated 
road tracks in the middle, with two trolley tracks on each 
side of them. We reprint the report in full elsewhere 
in this issue. ’ 

The speedy building of the Third avenue bridge 
over the Harlem and its approaches is_ the subject 
of a bill which has been introduced by Senator Can- 
tor in the Legislature. It allows the city to take 
immediate possession of the land needed for the ap- 

roaches and provides for payment as soon as the con- 
pmo cas proceedings are finished. A similar bill 
passed by the legislature last year was vetoed by the 
Mayor. Mr. T. C. Clarke, Chief Engineer of the bridge, 
writes as follows: ‘‘The mayor vetoed the last year’s 
bill as the property owners had injected matter into it 
which the corporation counsel disapproved of as a legis- 
lative interference with a pending lawsuit. It has been 
suggested to abandon the double approaches on the south 
side of the river, concentrate them into one placed on 
the north side of Third avenue, where private property 
would have to be acquired. This would be costly, but 
would make a far better approach than we were allowed 
to design.” 

Oceanport, N. J.—The Secretary of War has notified 
the New York & Long Branch Railroad that its 39-ft. 
draw, crossing the South Shrewsbury River at this place, 
must be widened to 60 ft. 


Ottawa, Ont.—A temporary bridge across the Rideau 
Canal is to be built, from the foot of Slater street to the 
temporary station of the Canada Atlantic Railway. 


Oregon, I11.—The present bridge over Rock River at 
this place is considered unsafe, and a new one will prob- 
ably be jointly built by the county and the town. 


Pennsylvania Railroad.—In building the new line 
through Mt. Joy on the Philadelphia Division, Jacob, 
Barbara, Marietta, Market, Comfort, New Haven and 
Lombard streets will be bridged with iron structures. 
Temporary bridges will be erected at several streets to 
meet the wants of travelers. 


Pittsburgh, Pa.—E. K. Mase, C. E., has drafted a 
novel plan for the proposed new bridge over the Alle- 
gheny at Fifth street. It is proposed to build the city 
halls of the two cities on the two ends of the bridge and 
the Chamber of Commerce hali on the middle pier. 


Quebec, Que.—It is probable that an iron bridge will 
shortly be erected to replace Scotts bridge. 


Rat Portage, Ont.—It is said that the Ontario 
Government will soon build a steel highway bridge over 
the west branch of the Winnipeg River. 


Rome, N. Y.—A bill has been introduced into the 
legislature for a bridge over the Black River Canal near 
the present Hurlburt bridge. A provision of the bill 
is that estimates of cost will be furnished the City At- 
torney by the City Engineer. 


Saginaw, Mich.—According to press reports the Sec- 
retary of War has approved the plans for a bridge over 
the Saginaw River to be built by the Interurban Electric 
Railroad Company. 


Sioux City, Ia.—-The managers of the Iowa & Ne- 
braska Pontoon Bridge Company at this place have been 
notified by the Secretary of War that now the new 
Pacific Short Line Bridge has been opened to the public, 
the temporary pontoon bridge must be taken out within 
12 months. The pontoon managers think that by cut- 
ting rates they can compete successfully with the Short 
Line, and may put in a low wagon bridge, for which a 
charter was granted by Congress a yearago. The esti- 
mated cost of such astructure is $500,000. 

The Pacific Short Line bridge over the Missouri 
River was opened Jan. 21 with appropriate cere- 
monies. The bridge has been in course of construction 
for six years, and has cost about $1,300,000. ‘lhe 
length, including two fixed spans, with a draw at either 
end, is 1,940 ft., and with trestle approaches 4,140 ft. It 
is 50 ft. wide, with railroad avd street car tracks, wagon 
road and walk for foot passengers. About 7,500,000 lbs, 
of steel were used in its construction. 


St. John, N. B.—The local government intends 
during the coming summer to replace the present bridge 
at Memramcook with a new steel one. 


St. Thomas, Ont.—James A. Bell, C. E., is preparing 
plans for a new steel bridge, to be built west of Belmont. 
The cost will be borne equally by Elgin and Middlesex 
counties, 


Superior, Wis.—The Wisconsin New Duluth Com- 
pany is the name of a corporation which has just elected 
officers here and which proposes to bridge the St. Louis 
River near New Duluth, Minn., about eight mi'es from 
the harbor of this city. The officers of the company are: 
President, George B. Hudnall; Vice-President, James 
Bardon ; Secretary, John M. McCabe; Treasurer, John 
A. Bardon. The company has an engineer at work upon 
plans for submission to the Secretary of War. It is 
claimed that the bridge is intended for a railroad cross- 
ing, and that a railroad scheme is back of it. 


Toledo, O.—The ice gorge in the Maumee River, 
about eight miles above this city, broke Jan. 26, carry- 
ing away two spans of the new bridge in course cf con- 
struction at this point. The loss is estimated at $50,000. 


Toronto, Ont.—The paps for the widening of the 
Queen street subway will be completed this week at the 
= Department. The work will cost about 
130,000. 
In a recent message the Mayor speaks of the need of a 
bridge at King and Queen streets. across the Don River. 


Westfield, Mass.—The town will shortly erect a 
bridge about 100 ft. long over the Westfield River, in 


place of a wooden structure that has been destroyed by 
fire. A town meeting will be held on Feb. 3 to decide 
what kind of a structure to put up. Charles N, Oakesis 
Town Clerk, 


Woodland, Cal.—The residents of South Putah are 
reparing to build a bridge across the canal south of 
Davisville. 

Yankton, S. D.—Press reports say that plans have 
been completed for the proposed bridge over the Missouri 
River at this place. 

York, Neb.—Bids will be received until Feb. 18 for 
constructing all bridges required by York County dur- 
ing the coming year. J. D. White, County Clerk, should 
be addressed. 








MEETINGS AND ANNOUNCEMENTS. 


a 


D vidends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Long Island, 1 per cent. payable. Feb. 1. 

New York, Chicago & St. Louis, 5 per cent., on first 
preferred stock, payable March 2. 

Pittsburgh & Lake Erie, 5 per cent., payable Feb. 1. 

Pullman’s Palace Car Co., $2 per share, payable Feb. 


Rome, Watertown & Ogdensburg, 1% per cent., 
guaranteed by New York Central & Hudson River, pay- 
able Feb. 15. 

Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Cumberland Railway & Coal Co., annual, company’s 
office, Place d’ Armes, Montreal, Canada, Feb. 12. 

Eastern Kentucky, annual, Rivertown, Ky. 

Huntington & Broad Top Mountain Railroad & Ccal 
Co, annual, company’s office, corner of Walnut and 
Fourth streets, Philadelphia, Feb. 4. 

Mineral Railroad & Mining Co., annual, company’s 
office, Broad street station, Philadelphia, Feb. 11. 

Missouri Pacific, annual, company’s office, St. Louis, 
March 10. 

New York, Pennsylvania & Ohio, annual, company’s 
office, 121 Euclid avenue, Cleveland, O., Feb. 4. 

Norfolk &Southern, annual, company’s office, Norfolk, 
Va., March 5. 

Peoria &: Eastern, annual, Danville, Il., Feb. 12. 

Philadelphia & Erie, annual, Broad street station, 
Feb. 10. 

St. Louis, Iron Mountain & Southern, annual, com- 
pany’s office, St. Louis, March 10. 

Summit Branch, annual, 269 Broad street, Philadel- 
phia, Feb. 11. 

Wheeling & Lake Erie, annual, company’s office, 
Toledo, O., Feb. 11. 

Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The Western Railway Club meetsin Chicago on the 
third Tuesday of each month. at 2 p m. 

The New York Railroad Club meets at the rooms of 
the American Society of Mechanical Engineers, 12 West 
Thirty-first street, New York City. on the third Thursday 
in each month, at 8 p. m. 

The New England Railroad Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesday of each month. ; 

The Central Railway Club meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

The Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga.. on the third Thurs- 
day in January, April, August and Novembher. 

The Northwestern Railroad Club meets at the Ryan 
Hotel, St. Paul, on the second Tuesday of each month, at 


8 p. la. 

The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
York, on the first and third Wednesdays in each month, 
at 8 p. m. 

The Western Society of Engineers meets on the first 
Tuesday in each month, at 8 =. The headquarters 
of the society are at 1736-1739 Monadnock Block, Chi- 
cago. The business meetings are held on the first Wed- 
nesday at its rooms. The meetings for the reading 
and discussion of papers are held on the third Wednes- 
day at the Armour Institute, Thirty-third street and 
Armour avenue. . ; 

The Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m. 

The Boston Society of Civil Engineers meets at Wes- 

leyan Hall, 36 Bromfield street, Boston, on the third 
Wednesday in each month, at 7.30 D. m. ' 
The Engineers’ Club of St. Louis meets in the Mis- 
souri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 
Wednesdays in each month. 

The Engineering Association of the South meets on 
the second Thursday in each month, at 8 p.m. The As- 
sociation headquarters are at The Cumberland Publish- 
ing House, Nashville. Tenn. 

The Engineers’ Society of Western Pennsylvania 
meets in the Carnegie Library Building, Allegheny, Pa., 
on the third Tuesday in each month, at 7.30 p. m. 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street, San Francisco, Cal., on the first Friday in each 
month, at 8 p. m. 

The Association of Engineers of Virginia holds in- 
formal meetings on the third Wednesday of each month, 
from Septemter to May, inclusive, at 710 Terry Building, 
Roanoke, at _ p. m. 

The Denvr Society of Civil Engineers meets at 36 
Jacobson Bock, Denver, Col., on the second Tuesday 
of each month except during July and August. 

The Montana rng J < Civil Engineers meets at 
— Mont., on the third Saturday in each month, at 

.30 D. m. 

The Engineers’ Club A Minneapolis meets in the 
Public Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at § p. m. ; 

The Civil Lngineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8 p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday of each month. 

‘he Engineers’ Club of Cincinnati meets at the rooms 
of the Literary Club, No. 24 West Fourth street, Cincin- 
nati, O., on the third Thursday in each month, at 7.30 
p.m. Address P. O. Box 333. 

The Engineers: and Architects’ Club of Louisville 
meets in the Norton Building, Fourth avenue and Jeffer- 
son street, on the second Thursday each month at 8 p. m. 

The Western Foundrynen’s Ass.ciation meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 


of each month. S. T. Johnston, Monadnock Block, Chi- 
eago, is secretary of the association, 

The awe Club of Columbus, (0.), meets at 124¢ 
North High street, on the first and third Saturdays 
from September to June. 

The Engineers’ and Architects’ Association of Southern 
California meets each third Wednesday of the month in 
the Hall of the Chamber of Commerce, Los Angeles, Cal. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month, ex- 
ye in the months of July and August, at the Buffalo 
Library Building. 

Engineers’ Club of Columbus. 


At the ge meeting of the club held Jan. 18,a 
pense entitled Ventilation was read by Mr. Irvin 
utterworth, Manager Columbus Gas Co. he reading 
of the paper and discussion of same occupied the entire 
evening. 
Civil Engineer's Club of Cleveland, 

The regular meeting of the club was held in the Case 
Library building, Tuesday, Jan. 14, 1896, at 7:45 p.m. Mr. 
Walter Miller read an interesting paper, entitled, Quad- 
ruple Expansion Engines for Lake Service, and Mr. W. 
W. Sly gave an illustrated talk on Tunneling Machinery. 


Texas Association of Railway Surgeons. 

This association held its third annual meeting at Hous- 
ton, Jan.2l. The following officers were elected: Dr. 
J. R. Stuart, of Houston, President: Dr. Letcher, First 
Vice-President; Dr. Monday, Second Vice-President; Dr, 
Jemison, Third Vice-President; Clay Johnson, Secretary; 
Dr. A. A. Bailey, Treasurer. 


West Virginia State Association of Civil Engineers 
and Architects. 

The Association met in Wheeling, Jan. 23. The pro- 
gramme included discussion on Sanitary Plumbing 
and Sewerage, opened by V. A. Dunbar, of Parkers- 
burg, and a paper on Management of Office Work and 
Filing of Records, by Otto Schroll, of Wheeling. 
Engineers’ Club of St. Louis. 

A regular meeting was held Jan. 22. President Oker- 
son called the club to order. Twenty-seven members 
and five visitors present. 

Mr. E. J. Spencer addressed the club on Underground 
Electrical Service, giving the results of the wide study 
and varied experience which the speaker had had in 
work of this character, in different parts of the country. 
He reviewed the historical features of the subject, ex- 
pietning the work done both at home and abroad, the 
difficulties which had been met with and how they had 
been overcome. 

It was not generally known that the first experiments 
with the Morse telegraph were made with underground 
circuits; these gave so much trouble that the entire 
matter was on the point of being dropped, when an 
assistant suggested trying overhead wires. This being 
done, the experiment was immediately successful. The 
speaker explained the work which had been done in New 

ork, Philadelphia, Boston, Chicago, and elsewhere, 
and regretted the fact that St. Louis was moving so 
slowly. ie stated that there was no city east of St. 
Louis of 150,000 inhabitants or more which did not have 
its wires underground in the business districts. He 
showed a number of samples of cables of different types 
and for a wide variety of purposes. 

_Messrs. Moore, Bryan anit Flad participated in the 
discussion. 

Connecticut Civil Engineers and Surveyors, 

We spoke last week of the annual address delivered 
before the Association by President William B. Smith, 
of Waterbury. The following is an abstract of it : 

President Smith’s address showed the great amount 
of work that has te2n done during the year in im- 
provements on the Consolidated road. The sum ex- 
pended in the neighborhood of Stamford. improving the 
track for seven miles, was $600,000. In making the 
changes in the line there was a reduction of 47 deg. of 
curvatures. Work in the town of Stamford itself is now 
in pro that will cost $125,000. On the road South- 
ward from Stamford, toward South Norwalk, there is 
work going on that will cost $85,000. In elevating the 
tracks through the city of South Norwalk, the work 
now going on, there has been expended about $500,000. 
It is expected that by April 1 all this work will be com- 
pleted. The completion of the work now under way 
will finish the improvement of grades and lines, and the 
construction of the additional tracks between New York 
and New Haven, with the exception of through the city 
of Bridgeport, about 414 miles. In the work there have 
been eliminated, between the New York State line and 
the westerly town line of Stamford, five grade crossings; 
between Stamford and South Norwalk, six, and through 
the city of South Norwalk, two. In the work on the Air 
Line between Middletown and Willimantic, now in 
progress, about $50,000 has been expended. There have 
also been important expenditures on the Hartford divi- 
sion. 








PERSONAL. 





—Mr. William C. Watson, formerly General Passenger 
Agent of the Atlantic System of the ‘Southern Pacific, 
died at Chicago Jan, 26 at the age of 50, 


—Mr. L. Yam Sam, a passenger agent of the Southern 
Pacific at New Orleans, is now on a four months’ vaca- 
= during which he will visit his former home in 

ina. ; 


—Mr. Robert S. Dousman, Assistant General Auditor 
of the Chicago, Milwaukee & St. Paul, has resigned. 
~~ Pt be succeeded by W. F. Dudley, at present Freight 

uditor. 


—Mr. George Tozzer, heretofore Superintendent of 
Stores on the Baltimore & Ohio, at Baltimore, is now 
Assistant Purchasing Agent of the Cleveland, Cincin- 
nati, Chicago & St. Louis at Cincinnati. 


—Mr. J. E. Dalrymple, of Chicago, heretofore Private 
Secretary to Mr. Reeve, Traffic Manager of the Chicago 
& Grand Trunk, goes to Montreal with his superior and, 
it is said, will become Assistant General Traffic Manager. 


—Mr. Dwight M. Philbin, General Manager of the Du- 
luth, Missabe & Northern road, resigned last Saturday. 
He is an operating and traffic manager of high ability 
and much experience on the chief ore roads of the West. 


—Mr. John F. Ward, M. Am. Soc. C. E.; Mr. H. Waller 
Brinckerhoff, M. Am. Soc. C. E., and Mr. Wisner B. 
Martin, Assoc. M. Soc. C. E., have takenfoffices together 
in Aldrich Court, 45 Broadway, New York City, as Con- 
sulting Civil and Mechanical Engineers. 


—Mr. V. E. McBee has been appointed General Super- 
intendent of the Seaboard Air Line. He has been Divis- 
ion Superintendent at Atlanta since the transfer of Mr. 
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John H. Winder to Portsmouth last year. Mr. McBee 
was arene al for many years an officer of the Richmond 
& Danville. 


—It is reported from Topeka that General Auditor W. 
K Gillett, of the Atchison, Topeka & Santa Fe, has 
resigned, to take effect April 1. Mr. Gillett has been 
with the Atchison six years, previous to which time he 
was in the auditing department of the New York Cen- 
tral, the Boston & Albany and other eastern roads. 


—Mr. E. P. Hannaford, who has been in the service of 
the Grand Trunk Railway of Canada for nearly 40 years, 
has resigned his position as Chief Engineer of that road, 
which he has held since 1869. Mr Hannaford is about 
60 years old and was born in England. Before coming 
to this country he served several years under Sir I. K. 
Bruvel. 


—Mr. Joseph Hobson, for 20 i Chief Engineer of 
the Western Lites of the Grand Trunk, is promoted to 
take the place of Mr. Hannaford. Mr. Hobson is also 
about 60 and was born at Guelph, Ont. He has been 
connected with many railroads and engineering epter- 
prises in Western Canada, having begun his railroad 
service in 1858. His greatest work was the St. Clair 
tunnel. 


—Sir Henry George Calcraft, until recently Secretary 
of the British Board of Trade, died on Jan. 22 at the age 
of 60. He was appointed to the Board of Trade in 1852 
and was Permanent Secretary from 1886 to 1893. He was 
Assistant Secretary to the Railway Department from 1874 
to 1886. He was a director of the Suez Canal Company 
and of the London, Chatham & Dover Railroad. 


—Mr. George W. Feeney, a locomotive engineer of the 
Philadelphia, Wilmington & Baltimore, who died at 
Wilmington Jan. 20, is said by local papers to have been 
in the service of the company more than 40 years He 
ran the engine which drew the train carrying Abraham 
Lincoln to Washington in March, 1861, and also the very 
fast tr in carrying Mrs. Garfield to Washington in July, 
1881, when President Garfield was shot. 


—Mr. Victor J. Bradley has been appointed Superin- 
tendent of the Railway MailService for the second divi- 
sion, with headquarters at New York City, succeeding 
Mr. R. © Jackson, who retires after 32 years’ ser- 
vice. Mr. Bradley has been Superintendent of a branch 

9 t office in New York City and has also had experience 
in the office to which he is’ going. Mr. Jackson takes 
an casier position in the same service. 


—Mr. N. E. Savine, who has a contract for construction 
work on about 25 miles of government railroad in Sibe- 
ria,is in St. Louis endeavoring to interest American 
railroad contractors in the enterprise in which he is en- 
gaged. Messrs. M.S. Cartter & Co. and other St. Louis 
firms have looked into Mr. Savine’s representations, 
and it is possible that they may do something, though 
nothing has as yet been decided upon. 


—Mr. John H. Winder, General Manager of the Sea- 
board Air Line, has retired from that office and its duties 
will te combined with those of the vice-presidency. Mr. 
Winder is a son of Major John C. Winder, who retired 
from the vice-presidency of the road a yearago. Mr. 
Winder has given the newspapers a copy of a letter 
from President Hoffman continuing the General Man- 
ager’s salary until next October, and one from Vice- 
President St. John testifying to Mr. Winder’s high char- 
acter and ability. . 

—Mr. R. B. F. Peirce, of the Indiana, Decatur & West- 
ern, who, according to current newspaper gossip would 
soon retire as General Manager of that company, will, 
we are authorized to state, continue in charge of the 
operation of that road. The Purchasing Agent, Treas- 
urer and a few other officers of the Cincinnati, Hamil- 
ton & Dayton have, since Jan. 1, had their jurisdiction 
extended over the [ndiana, Decatur & Western, but ex- 
cept for these changes the road will continue to be oper- 
ated by the same officers as heretofore. 


—Mr. J. H. Barrett, General Superintendent of the 
Cleveland, Akron & Columbus, has tendered his resigna- 
tion, to take effect Feb. 1. Mr Barrett has seen many 
years of railroad service, be — on the Pittsburgh, 
‘ort Wayne & Chicago. He was Division Superintend- 
ent of the Pittsburgh, Cincinnati & St. Louis for 10 years 
and has been superintendent of various other roads in 
the West. For six years, beginning in 1886, he was on 
the Erie, being Superintendent of Transportation or 
General Superintendent the greater part of the time. 


—Mr. Harvey Middleton, Manager of the Pullman 
Works of the Pullman Palace Car Co, resigned that 
position on Jan. 21. He has been succeeded by Mr. 
Arthur M. Parent, who has been Assistant Manager of 
the shops at Pullman. Mr. Middleton -has been Mana- 
ger of the Pullman shops since July,’ being appointed 
to the office on the retirement of Mr. H He Sessions. 
Previously he had been Superintendent of Construction 
at Pullman, going to the Pullman Company in April, 
189i, from the Union Pacific,of which he had been Super- 
intendent of Motive Power and Machinery. He has also 
been Superintendent of Machinery on the Atchison, 
Topeka & Santa Fe and held a similar position on the 
Louisville & Nashville for a numberof years. His 
record a~ a mechanical officer and car builder has been a 
long and honorable one and his ability is very generally 
recognized among railroad men. 


—Mr. John K. Cowen, for many years General Coun- 
sel of the Baltimore & Ohie, has been chosen President 
o° the road, to succeed Mr. Charles F. Mayer, whose 
resignation was tendered several weeks ago. It is said 
that negotiations have been had with prominent rail- 
road men familiar with the operating department, with 
a view to 4 yy man of that class to the presi- 
dency, but Mr. Cowen was the unanimous choice of the 
New York and the Baltimore interests, the former of 
which has recently come into a prominent place in the 
management of the road. Mr. Cowen was recently 
elected to Congress, but it is said he will resign his seat. 
He was prominent in the conferences at Washington a 
year ago at which the Patterson bill for the amend- 
ment. of the interstate commerce law was drawn up, 
and he has also taken an important part in the prepara- 
tion of the Joint Traffic Zesseleiion agreement. Mr. 
Cowen is 51 years old and was born at Millersburg, O. 
He graduated from Princeton in 1866 and studied law 
at - University of Michigan under Judge ‘homas M. 
Cooley. 


ELECTIONS AND APPOINTMENTS. 








Altoona, Clearfield & Northern.—At the annual elec- 
tion held in- Altoona, Jan. 20, F. G. Patterson was re- 
elected President, and W. W. Yon, Thomas H. Greevy, 
G. F. Bell, John K. Patterson, E. M. Amies, H. J. Davis. 


John W. Ebert, Frank Brandt aud W. Scott Gwin, D’- 
rectors. 


Aransas Harbor & Northern.—The names of the 
directors of this road were ogee in the Railroad Gazette 
of Jan. 17, page 48, but the name of the company was 
not correctly stated. The President of the company is 
P. B. McLaran, of Baltimore. Md.; the Vice-President 
and General Manager is C. H Sawyer, of Aransas Pass, 
awit and the Secretary is T. B. Wheeler, of the same 
place. 


Aransas Harbor Terminal.—The Directors of this 
commeny are Alexander Brown, W. B. Brooks, Jr., C. 
H. Sawyer, D. T. McLaran, N. J. Burrowes, T. B. 
Wheeler and Thomas H. Franklin. Mr. Wheeler is the 
Secretary, with office at Aransas Pass, ‘Tex. 


Atlantic & Pacific.—The appointment of C. W. Smith 
as Receiver to succeed Aldace F. Walker and John J. 
McCook, will take effect Feb. 1. 


Baltimore & Lehigh.—At the annual meeting of stock- 
holders in Baltimore, Md., J: n. 21, the following officers 
were re-elected : John W. Brown, President, and John 
mony Secretary and Treasurer, The Directors chosen 
were 5s —_— Alexander Brown, George C. Jen- 
kins, John S. Young, John K. Cowen, Solcmon Frank, 
John W. Hall and John Wilson Brown. 


Baltimore & Ohio.—John K. Cowen has been chosen 
President, to succeed C. F. Meyer. Mr. Burns, having 
announced his intention to retire from the Loard at its 
next regular meeting, Mr. George C. Jenkins has re- 
tired from the directorship until that period; and Mr. 
Edward F. Bacon, President of the Baltimore & Ohio 
Southwestern, was appointed to fill the vacancy on the 
B. & O. directory. 


Burlington &: Hinesburgh.—The officers of this com- 
pany, which is constructing a railroad in Vermont. are: 
President, William G Dacey, 40 Wall street, New York 
a Treasurer, C. W. Brownell, and Chief Engineer, 
F. O. Sinclair, both of Burlington, Vt. 


Central Vermont.—At an adjourned annual nee ing 
of the stockholders in St. Albans, Vt., Jan. 22, these 
directors were elected: E. C. smith, F. E. Stranahan, F. 
F. Ranlet, St. Albans H Charles M. Hays, Charles Perry, 
John Bell, Montreal; E. B. Smelley, Burlington, Vt.; W. 
Seward Webb, Shelburne, Vt.; Robert Coit, New Lon- 
don, Conn. : 


Chicago & Grand Trunk.—C. M. Hays, by virtue of 
his appointment as General Manager of the Grand Trunk, 
becomes President of the Chicago & Grand :runk. 


Chicago Great Western.—R. F. Malone has been ap- 
pointed Ticket Auditor, with headquarters at St. f aul. 


Cleveland, Akron & Columbus.—J. H. Barrett having 
resigned as General Superintendent, taking effect 
Feb. 1, Mr. J. H. Sample has been appointed Acti g 
General Superiatendent, and willa ssume duties as such 
on that date. 


Dallas Terminal —Ata meeting of the directors, at 
Dallas, Tex., the following officers for the ensuing year 
were elected: W.C Connor, President; Alex. Sanger, 
Vice-President ; KE. M. Reardon, Treasurer, and W. S. 
Simpkins, Solicitor. 

Fort Wayne & Jackson.,— At the annu | meeting of 
the stockholders, held in Jackson, Mich., Jan. 25, the 
following were chosen Directors for the ensuing year: 
Samuel Sloan, R. G. Holston, Lawrence Turnure, F 
Searles, Samuel Sloan, Jr, Stephen S. Palmer, Henry 
Beste and William S. Sloan, of New York; J. M. Root 
and Dwight Merriman, of Jackson, and J. F. Joy, of De- 
troit. The road is leased to the Lake Shore & Michigan 
Southern. 


Grand Trunk.—George B. Reeve has been appointed 
aaa Traffic Manager, with heaiquarters at Mont- 
real. 


Illinois Central.--Robert Kirkland has been oqgeintet 
Freight Claim Agent for the Northern and Western 
Lines, taking effect Feb. 1. 


Lake Erie & Western.—J. H. Sample has been tem- 
porarily released from the duties of General Superin- 
tendent. Theauthority of the following named officials 
has been extended over the Northern Ohio Railway : Mr. 
D. S. Hill, General Superintendent, and Mr. G. T. Jarvis, 
Assistant General Superintendent. 


Lehigh Valley.—Atan adjourned meeting of the stock- 
holders, held Jan. 22, the old Board was re-elected: Presi- 
dent, Elisha P. Wilbur ; Directors, Charles Hartshurne, 
William L Conyngham, William A. Ingham, Robert H. 
Sayre. James I. Blakslee, John B. Garrett, Charles O. 
Skeer, Beauveau Borie, Joseph Wharton, Thomas Mc- 
Kean, George H. Myers, Eugene Delano. Out of a total 
of 610,580 shares voted, 527,780 shares were voted for 
President Wilbur and the first eight directors. Messrs. 
—— McKean, Myers and Delano were unanimously 
elected. 


Newport & Sherman’s Valley.—At Newport, Jan. 14, 
these Directors were elected: H H. Bechtel, W. H. 
Gantt, B. M. Evy, Geo. Fleisher, James Everhart, J. A. 
Gray and B. P. Hooke. 


Perry County (Pa ).—These Directors were elected at 
New Bloomfield, Jan. 18: President, Chas. H. Smiley ; 
Directors, Chas. H Smiley, Chas. A. Barnett, Silas Ww. 
Conn, John H. Sheibley, H. C. Shearer, Abraham Bower, 
John Wister, L. C. Zimmerman, D. B. Milliken, Samuel 
Ebert, James MclIihenny. S. R. Lightner. 


Philadelphia & New England —At the annual 
meeting of the stockholders, held at Easton, Pa., 
last week, the followin z officers were elected: President, 
Charles Stewart, of Easton; Directors, P. E. Farnum 
and O. P. Howell, of Port Jervis; H. B. Wells and J. H. 
Van Etten, of Milford, Pa.; Col. A. B. Lewis, Philadel- 
oo General Roy Stone, Washington, D. C.; T. A. H. 

Tay, James R. Zearfoss, Horace L. Magee, ‘H. Tins- 

man, Easton, Pa.; J. R. Bennett, New York City; Dr. 
P. F. Fulmer, Dingman’s, Pa. The directors organized 
and elected James R. Zearfoss Vice President, W. H. 
Tinsman Secretary and J, H. Van Etten Treasurer. 


Pittsburgh, Cincinnati, Chicayo & St. Louis —M. 
Dunn, late road foreman of engines, has been appointed 
to — W. C. Arp as Master Mechanic at Denni- 
son, O. 


Portland & Ogdensburg.—The stockholders of the 
compny have re elected the same Directors who served 
last year. The Board is as follows: Samuel J. Ander 
son, Weston F. Milliken, Charles H. Amsden, James F. 
Hawk s, Thomas P. Shaw, George W. True, John W. 
Deering, James P. Baxter, Edward B Winslow, Theo- 
dore A. Joslin. Following the stockholders’ meeting 
the directors organized, electing Samuel J. Anderson 
President and John W, Deering lerk., 


Rock Island, Muscatine # Southwestern.—The Proas‘- 
dent of this new Illinois rai.road is Daniel Bayes, 
Omaha, Neb ; Vice President, William McEniry, Rock 


panes, Tll., and Secretary, James G. Britton, Andalusia, 


, Seaboard Air Line.—Vice-President E. St. John has 
issued a general order assuming the duties of General 
Manager, in place of John H. Winder. 


South Shore.—At the annual meeting in Montreal last 
week the old Board of Directors was re-elected: Presi- 
dent, Hon L_ Tourville; Vice-President. J. M. Fortier; 
Directors, J. R. Wilson, Geo. Ball, L. Rene Beauchemin, 

_J. Beemer and Joel Leduc. Ed. C. Lalonde was ap- 
pointed Secretary and H. Beauchemin,General Manager. 


Stony Creek (Pa.\—These officers were elected at 
Norristown Jan 29: President, James Boyd ; mages f 
and Treasurer, Howard Boyd; Directors, John Slingluff, 
David S. Heebner, O. G. Morris, Samuel Dresher, John 
Jamison, John Overholtzer, F. D. Sower, John S Heeb- 
ner, Daniel C Getty, J. P. Hale Jenkins, W. H. Sling- 
luff, Wm. Stahler. 


Wisconsin & Michigan.—The annual meeting of this 
road was held in Marinette. Wis., Jan. 22 and the follow- 
ing officers were elected: President. S. N. Fischer; Vice- 
President, John Bagley;{General Manager, J. N. Faith- 
orn; Treasurcr, J. C. Ames, all of Chicago. The Lake 
Michigan Transportation Company, which runs the 
car transfer boats for this road between Peshtigo 
and South Chicago, held its annual meeting at the same 
time and elected the following officers: President, J. C. 
Ames; Vice-President, J. N. Faithorn; Secretary, J. E. 
Williams; Treasurer, S. N. Fischer. 


_ Worcester, Nashua &: Rochester.—At the annual meet- 
ing Jan 22the following Directors were elected: Charles 
A. Sinclair, John A. Spaulding, E. B. Stoddard, Frank 
Jones, George W. Armstrong, Charles Holman, Frank 
G. Clark, Frederick S. Moseley and Albert Wallace. 
These were all re-elections with the exception of Mr. 
Wallace, who succeeds Frank A. McKean, of Nashua, 
N. H. The road is leased to the Boston & Maine. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Abbeville & Waycross.—It is reported that this road, 
from Abbeville. Ga , southward to Lulaville, 18 miles, is 
to be extended four miles, to Fitzgerald, an enterprising 
new town known as the Grand Army Colony. A large 
number of men have been put at work, and it is said 
that the track will be completed within a week or two, 
the grading being mostly finished. The completion of 
the road is said to be the result of an arrangement made 
by the Fitzgerald colony with the Georgia & Alabama 
Railroad, which runs east and west through Abbeville. 
The Tifton & Northeastern, which approaches Fitz- 
gerald from the south, is also being extended to that 
town. Four hundred men are now at work on the line. 
The completion of these two roads would make a pretty 
direct line from Abbeville on the Georgia & Alabama 
southward about 40 miles to Tifton on the Brunswick & 
Western, one of the divisions of the Plant System. 


Ann Arbor,—The serene has decided to shorten the 
line between Ann Arbor, Mich.,and Wh‘tmore Lake, 
and anew line, about 744 miles long, will be built. The 
right of way has all been secured and work will be begun 
as soon as the frost is out of the ground. The new Tine 
will be only about three-fourths as long as the existing 
road, and the grade will be much easier. The town of 
Emory will be deprived of a railroad by the change. 


Aransas Harbor & Northern.—The_ Secretary of 
this company, Mr. Wheeler, informs usthat the survey 
of the line from Aransas Pass, Tex., toward Smithville, 
Bastrop County, Tex., 150 miles, will be begun this 
week, the preliminary examination of the ground hay- 
ing been nearly finished. 


Aransas Harbor Terminal.—This company, con- 
trolled in the same interest that oe to build a rail- 
road from Aransas Pass to Smithville, Tex., has its local 
line partly built, and the officers say that large forces will 
be at work by Feb. 1. The contract for the completion 
of the road has been let to J. P. Nelson, of San Antonio. 
The line is 10 miles long from Aransas Pass to Mustang 
Island, passing Harbor Island, on which are the deep 
water docks Mr. W. D. Jenkins, of Aransas Pass, is 
Chief Engineer both of this company ane the Aransas 
Harbor & Northern. 


Buffalo & Susquehanna.—It is reported that Presi- 
dent Goodyear and others interested in this road, have 
bought the partly graded roadbed formerly known as 
the Tonawanda Valley, between Rushford and Arcade, 
N. Y., with a view to building an extension from Wells- 
ville northward, but we cannot find that any surveys are 
being made, or that any definite plans have been laid out. 


Carolina Midland.—The reports which have been cur- 
rent for several weeks, to the effect that this road, which 
now runs from Allendale to Seivern, S. C., would be ex- 
tended, have been confirmed, and agents visited New 
York to make arrangements to that effect a week or two 
ago. Col. Brown has ———— from New York to 
Governor Evans, of South Carolina, that he has succeed- 
ed in completing all the arrangements for the exten- 
sion of the road to Greenwood, S. C., 60 miles. The new 
omens will be known as the Greenwood, Anderson & 

estern. 


Chicsgo & Great Western.—Representatives of this 
company are reported to have purchased right of way at 
Manley, Ia., for a short extension into that city. 


Chicago & Southern Ill'nois.—This company has 
been organized to build a railroad from Hampton, II1., 
on the Peoria, Decatur & Evansville, southward about 
40 miles, to St. Elmo, on the Vandalia Line. The incor- 

orators are A W. Hubbard and M. S. Cartter, of St. 
souis; N. R. Olcott, M. H. Luff and John W. Griswold, 
of East St. Louis. The capital stock is $500,000. The 
survey has just been started, and it is expected to begin 
active construction work in 30 days. The Chief En- 
gineer is N. R. Olcott, who has been Chief Engineer of 
the Chicago, Paducah & Memphis, and other roads 
built in Illinoisin the last few years. His address is 
care of M.S Cartter & Co., of St. Louis. 


Delaware & Hudson.— It is said that a second track 
will be la'd on the — division, between De- 
lanson and Nineveh, N. Y., just east of Binghamton. 
This is the busiest part of the road, the coal trains from 
the Pennsylvania mines reaching the division at Nineveh, 
and all trains then using it as far as Delanson, where 
— for eastern points takes the route via Mechanics- 
ville. 


Delaware & Hudson Canal Co.—This company is 
preparing to build a second main track from East Mer 
eesster to Schenevus, N. Y., 9.42 miles, and a'so from 
Uneonta to Unadilla, a distance of 15.42 miles, making a 
total of 24.84 miles. ‘he work will all be done by the 
company’s forces. . 
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Duluth, Mississippi River & Northere.—Press reports 
state that a contract has been awarded for extending 
this road to Hibbing, Minn. President, A.W. Wright, 
Alma, Mich. 


Duluth & North Dakota.—This is the name of a 
company which has filed articles of incorporation in 
North Dakota to build a railroad from Drayton to Por. 
tal, 250 miles. It is said that the line is already partly 
graded. Mr. D. W. Hines, of Drayton, is one of the in- 
corporators. 

Duluth & Northwestern.—This road, pendected by 
the Merritts, of Duluth, will be the fourth Mesaba road 
which has been located. Construction is looked for in 
the spring. It will be about 75 miles long. 


El Paso & White Oaks.—H. C. Lowrie, Chief 
Engineer of the road, started out from El Paso, Jan. 
15, with a party to make a final survey of the road from 
El Paso to White Oaks, N. M.. 148 miles. It is now 
promised that the construction of the road will begin at 
the eastern end of the line by March 1. 


Eureka & Klamath.—This road was incorporated at 
Eureka, Cal , Jan. 10, with a paid up capital stock of 
$500,000. The charter calls for a road for general passen- 
ger and freight traffic. 


Georgia & Alabama.—A press dispatch trom Savan- 
nah states that the officers of this company have not 
been able to agree with the Central of Georgia officers 

‘upon a valuation for the line of the Savannah & West- 
ern, between Lyons and Savannah, about 75 miles. This 
road is used by the Georgia & Alabama to reach Savan- 
nah, but since the trackage agreement was made in 1891 
there has been dissatisfaction on the part of the Georgia 
& Alabama and its predecessor company, the Savannah, 
Americus & Montgomery. ‘The reorganizat:on of the 
property gave the new company funds, and it has pro- 
posed to buy the Savannah & Western line, or if such an 
agreement could not be made, to build an independent 
line into Savannah. 


Galt & Interstate.—The company has resumed its 
tracklaying on the twelve-mile section between the ends 
of track now built out of Galveston and Beaumont. This 
will complete 70 miles of road. 


Hudson & Aldie.—It is proposed to build a new rail- 
road in Mia oes to be known by this name and extend 
over the following route: From a point opposite Wash- 
ington, D. C., westward to Hudson, thence to Arcola and 
thence to Aldie, Va. The promoters of the scheme have 
applied to the Virginia Legislature for acharter. Fol- 
lowing are the incorporators: John S. Duffie, Jacob W. 
Starr, Charles W. Starr, Joel Grayson, R. A. Baker, 
Benjamin P. Detwiler, Benjamin C. Garrett, Enos L. 
Garrett, W. F. Middleton and others, of Fairfax County, 
Virginia. 

[Illinois Central.—It is reported that this company 
has surveyorsin the field laying out a line for a short 
extension to Hammond, Ind, via Whiting. 


Lehigh Valley.—The company has decided to relocate 
about 134 miles of the road near Hazleton, Pa.,where there 
has been a great deal of trouble, in consequence of the 
the excavations made in coal mines beneath the track 
undermining the roadbed. Traffic has had to be sus- 
pended a number of times, and on Jan. 20 a passenger 
train was derailed, killing the engineman. The line will 
be located a little to the north of the present location. 
The contractors for the work are Messrs. McDonald & 
Sayre, of Hazleton, Pa. The road between Hazleton and 
Stockton is temporarily abandoned, and trains will be 
run by way of Audenried, Jeanesville and Beaver 
Meadow, making a difference of 18 minutés in the 
running time between Hazleton and Hazle ‘Creek 
Junction. 


Maine Central.—The company is taking advantage of 
the mildness of the winter to continue improvements 
usually laid over until spring. It hasa large gang of 
men at work double-tracking the road between Yar- 
mouth Junction and Brunswick, and has also started 
work on a second track between N. ewport and Detroit, 
which will be ready in season for the summer business. 


Manchester & Milford.—This project, a short line, 
by which the Fitchburg road, now controlling the Brook- 
line & Milford, aims to reach the city of Manchester, 
N. H., has been strenuously opposed by the Boston & 
Maine, and a commission appointed by the Supreme 
Court of the state has made an investigation. This 
commission has just reported to the court, and it is said 
o - points are decided against the Manchester & 

1lford. 


Michigan & Ohio Belt Line.—This road was incor- 

orated in Ohio Jan. 16 to build a branch from Williams 

ounty, O., through Fulton, Henry,Wood and Seneca 
Counties to connect with the Toledo, Columbus & Hock- 
ing Valley. Mr. J. W. Boynton, Grand Rapids, Mich., 
President of the Central Michigan Railroad, is also 
President of this line. 


Missour: M dland.—This company has been organized 
at Kansas City, and the charter for the company is to be 
filed in Missouri this week. The railroad is projected to 
extend from Marshall, Mo., south through Sedalia and 
Springfield Mo., and into Texas, a route over which 
much surveying has been done by other companies in re- 
cent years. The Missouri Consolidated Coal & Minin 
Co. has been organized by th: same interests, and is sai 
toown much mining land along the route of the pro- 
posed railroad. 


New Roads.—The Lake Superior Consolidated Mines 
has bought for $150,000 the Mesaba Chief Mine, on the 
western Mesaba, which will necessitate the building of 
a new road 10 miles long. 


New York, Philadelphia & Norfolk.—This com- 
any has applied for authority from the Virginia Legis- 
ature to extend its line in and around Portsmouth. 
This road isa division of the Pennsylvania. It is be- 
lieved that the N. Y, P. & N. intends constructing a 
belt road around Portsmouth, with branches into the 
trucking section adjacent to the city. 


Ohio River & Charleston.—This road contemplates 
the extension of its line in North Carolina and South 
Carolina, and preparations are being made for an im- 
mediate survey of a line from Shelby, N.C., to Spartan- 
burg, S. C. This road was formerly the Charleston, 
Cincinnati & Chicago. 


Ottawa, Aruprivr & Parry Sound.—The contract 
for the construction of the uncompleted portion uf this 
road has been awarded to E. F. Farquhar, of Toronto. 
The amount of the contract is said to be about $450,000. 
It is probable that Mr. Farqu ar will sublet the contract 
for bridges and culverts along the line towavd Parry 
Sound, Ont. 


Peoria, Lacon & Northern.—The directors 'of this 
company have decided to make another survey from 


Peoria, IU., to a Salle. The company was organized a 
month or two ago for the purpose of building a railroad 
from Peoria to Spring Valley, about 50 miles, but the 
preliminary surveys have been hindered hy floods. 


Rock Island, Muscatine & Southwestern.—This 
company, which has lately been incorporated to con 
struct a railroad between Rock Island and Muscatine, 
Ill., 25 miles, expects to deveiop valuable fie'ds of coal 
and potter’s clay along the line. The survey is now be- 
ing made, under the direction of Mr. John C. Kille, of 
Rock Island. 


Restigeuche & Victoria Colonization.—This is the 
name of the company, referred to in these columrs last 
week, which has been incorporated to build a railroad 
from Campbellton, N. B., southward to Van Buren and 
St. John River, about: 106 miles. The President of the 
road is F. R. Boselly, Toronto; Secretary, H.C. Secord, 
Toronto; Treasurer, George de Mets, New York. The 
Manager is E. A. Charters, of Sussex, N. B. 


Tallahassee Southeastern.—The projectors of this 
Florida road expect to begin work in February. The 
line is from Tallahassee, Fla.. southeast to Old Town on 
the Suwanee River. about 100 miles. Under the name of 
Florida, Georgia & Western.a few miles of track was 
laid near Tallahassee in 1893, and 35 miles more was 
graded. The President of the company is Mr. Edward 
Lewis, of Tallahassee, and it is said that the company 
will do the construction work with its own forces. 


Texas & Pacific.—The branch between Sherman and 
Denison, Tex., has recently been opened for trffic It 
was built under the name of the Denison & Pacific Sub- 
urban: and is 714 miles long from a point three miles 
east of Sherman to Denison on the main line. The con- 
struction work was completed in December. 


Virgivia.—The following companies have applied to 
the Virginia Legislature for articles of incorporation: 
American Central Trunk Line: P. H. McCaull, of Rock- 
ingham; Portsmouth, Gilmerton & Smithfield: M. D. 
pong te and others, incorporators; Willoughby Spit & 

oint 


Washburn, Bayfield and Iron River.—It is stated 
that bids will shortly be received for building this road 
from Bayfield. Wis., +ia Washburn to Iron River, €8 
miles. The surveys have been completed, and right of 
way granted There have been deposited with the Mil- 
waukee Trust Co. $240,000 in bonds, voted by Bayfield 
County, and alike amount of stock issued by the rail- 
road company. Another line to be operated in connec- 
tion with the new read. will, it is said, be built from Iron 
River to Sandstone, Minn., to connect with the Great 
Northern. The officers of the new company are: Presi- 
dent, W. E. McCord, of Chippewa Falls, Wis.; Vice- 
Pres'dent. I. H. Wing, of Bayfield, Wis.; Secretary, J. 
A. Jacobs, Washburn. Wis.; Chief Engineer, Geo. L. 
Davis, of Grand Rapids, Mich. 


Yazoo & Mississippi Valley.—A five mile extension 
of the Tallahatchie branch beyond Minter City, Miss., 
has just been opened for traffic This branch is now 45 
miles long, its terminus being atthe Tallahatchie River, 
opposite Philip City. It extends east of Clarksdale, 
on the line south of Memphis. 








Electric Railroad Construction. 





Allegheny, Pa.—The Allegheny Traction Co. has 
completed a preliminary survey for the extension of the 
Millvale, Etna & Sharpsburg branch to Glenshaw. 


Annapolis, Md.—Incorporation papers of the Wash- 
ington, Annapolis & Chesapeake Railroad have been 
filed with the Secretary of Stace. It is proposed by the 
charter to build a line from Washington to Annapolis, a 
distance of 2714 miles. Gen. J. B. Seth, of Baltimore, is 
counsel and one of the incorporators. 


Buffalo, N. Y.—The Railroad Commissioners of the 
State of New York rejected last week the application of 
the Buffalo Traction Co. to construct 66 miles of street 
railroad in Buffalo. The application has been vigorously 
fought by the Buffalo Street Railway Co., which now 
controls all the a street railroads of the city. 
The Board decided that the lines proposed by the 
Traction Co. are not necessary for public convenience as 
the territory through which 40 miles of the proposed 66 
would extend is already well supplied by the lines of the 
Railway Co. The Board does, however, state that there 
is need for additional railroad construction in probably 
18 or 20 miles of Buffalo streets. In spite of a lengthy 
report by the Commissioners, showing that the present 
facilities of transportation are adequate to meet present 
demands of traffic there is a great deal of dissatisfaction 
at the refusal of the Traction Company’s application. 
Many citizens and most of the newspapers of Buffalo are 
in favor of the new company, evidently believing, justly 
or unjustly that the Buffalo Railway Company does not 
give adequate service. 

The Buffalo Traction Co., was incorporated last 
October and has a capital of $3,000,000. mong those 
interested in the road are Edwin G. B. Miller, Joseph RB. 
Mayer, Washing Bullard, and Herbert P. Bissell of 
Buffalo, Richard Ladenburg, John K. Page and Lou’s 
Kahn of New York, and Tom L. Johnson of Cleveland. 

The company says the decision of the Railroad Com- 
missioners will not be accep ed as final in the matter, 
and it is Lacan thought that an appeal will be made 
to the Supreme Court. 

About a month ago the Traction Co. obtained the 
franchise of the line known as the Elmwood Avenue and 
Tonawanda Electric Railroad, and the company has 
made application to the Board of Aldermen to extend 
this road into the city. This move is taken to avoid the 
necessity of obtaining the consent of the Railroad Com- 
missoners. The application was referred to the 
Committee on Streets. 


Coloma, Mich.—Work has been commenced on the 
electric railroad in Berrien County, to extend from this 

lace to Paw Paw Lake. Efforts are now being made to 

ave the line extended to Benton Harbor, on Lake 
Michigan, to connect with Jake steamers. 


Cornwall, Ont.—The contract for an electric road in 
Cornwall was let last week to Hooper, of New York and 
Starr, of Montreal. The Town Council voted $500 ye «rly 
to the company to maintain the pavement between the 
rails and 18 in. on each side. The contractors expect to 
have cars running by June. W. R. Hitchcock, of ( Corn- 
wall, is one of the promoters. 


Denver, Co!.—The Aldermen last week sustained the 
Mayor’s veto of an ordinance granting a franchise to the 
Denver Consolidated Tramway Co. to pass in front of 
the Union Station and to connect its Twenty-fifth street 
line with the Stout street road. 


Elmira, N. Y.—A bill has been introducod in the 
State Legislature appropriating ‘55,000 to construct and 


— an electric railroad spur into the grounds of the 
Elmira reformatory connecting with the main line rail- 
roads nearby. 


Frederick, Md.—The board of directors of the Fred- 
erick & Middletown Electric Railroad has awarded the 
contract for the trestling on their road to Chas. Poole, of 
Frederick. Sev ral hundred men are now at work on 
the road, and if the weather continues favorable for 
working for two weeks the grading between Frederick 
and Braddocks will be completed, and the trestling will 
be begun. 


Hall, Que.—T. Viau is forming a stock company to 
build an electric railroad here seven miles long, and also 
furnish electricity for lighting. 


Los Angeles, Cal.—The Pacific Electric Railroad, of 
which E. ®. Ciark is manuger, is rapidly approaching 
completion. It is the intention of the company. if a 
franchise can be secured, to extend its line at Santa 
Monica, on Ocean avenue, along the bluff. 


Montebello, Que.—Application has been made fora 
charter for an electric railroad to be known as_ the 
County of Labelle Electric Railway Co., to ran from 
Montebello to Hartwell, « distance of nearly 30 miles. 
The proposed line will pass through Papineauviile, St. 
Andre Avelin and Ripon. Mr. Poulin, of Montebello, is 
one of the principal promoters of the line. 


New Yo-k.—The New York & Staten Island Traction 
Co. was incorporated this week with a capital of $2,500,- 
090, to construct railroads and other works of impro\e- 
ment, presumably on Staten Island. Charles L. Horton, 
Arthur D. Chandler and William Ray Morrison, of New 
York, are some of the directors. 


Pert Jeivis. N. Y.—The Board of Trustees has 
granted a franchise to the Port Jervis Electric Street 
Railway Co. The terms of the franchise require that at 
least 214 miles of road bein operation in 1896, one addi- 
tional mile in 1897, and one mile in addition thereto in 
1898. The company has till March 1 to accept the grant, 
and must begin work by June 1. 


Richmond, Va.—The Richmond Traction Co., which 
is building an electric railroad in Richmo 1d, expects to 
have the road in operation about April !. There will be 
14 miles of double track, two-thirds ot which is completed 
and the power-house is also under construction. Jas. F. 
Bradley is the con'ractor and the officers are: John 
Skelton Williams, President; W. M. Habliston, Vice- 
President and General Manager, and A. Langstaff John- 
ston, Consulting Engineer. 

San Francisco, Cal.—The Bryan street electric line 
is completed and will be in operation as soon as the 
dynamo is in operation. 

Wabash, In¢d.—Ctarles Everett, of Fort Wayne, is 
projecting an electric. railroad across Wabash Coun'y, 
and has asked a subsidy of $75,000 from the county. 








GENERAL RAILROAD NEWS. 


Baltimore & Ohio.—On Jan. 24 Mr. Cowen, General 
Counsel of the company, was elected President. and it 
was announced that arrangements have been made with 
a strong syndicate in New York to provide for all the 
present financial ay on of thecompany, and the 
Chairman of the Finance Committee, Major Alex. 
Shaw, was authorized by the Board, with the approval of 
the Finance Committee, to continue his negotiations with 
the syndicate, and complete the permanent collateral 
trust loan which the syndicate has agreed to take, and 
which is intended to take care of all the floating debt of 
the company, and also to meet its demands for such 
new capital as is now required. 


Cape Fear & Yadkin Valley.—A change in the pro- 
visions of the Baltimore plan of reorganization is con- 
templated. Owing to the large increase in the earnings 
within the last few months, the reorganization commit- 
tee has determined to retire at the end of four years at 
105 the $500,000 of first preference 4!4 per cent. twenty- 
vear bonds. For this cae proceeds from the $531,- 
000 of general mortgag> bonds held.in reserve by the plan 
will be used. The committee has instructed its counsel 
to push forward foreclosure proceedings as quickly as 
possible and hopes to obtain a decree early in February. 


Chic:go, Milwaukee & St. Paul.—The statement of 
earnings for Decen:ber shows gross, $2,764,652, an in- 
crease of $561,129 as compared with the same month of 
the previous year, and net $1,236,859, an increase of $335,- 
612. For the six months ending Dec. 31 the gross earn- 
ings were $18 067,722, an increase of $3,272,632 as com- 
pared with the corresponding period of the previous 
year, and net, $7,902,595, an increas2 of $2,568,533. 


Cleveland, Cincinnati, Chicago & St. Louis.— 
The gross earnings for December were $1,159,424, a 
decease of $35,149 as comyared with the same month of 
the previous year, and net _#2£9,4C0, a decrease of $29,- 
624. For the six months ending Dec. 31 the gross earn- 
ings were $7.388,495, an increase of $351,676, as compared 
with the corresponding period of the previous year, and 
net $1,957,312, an increase of $180,686. Fixed charges 
were $1.424,149, leaving a surplus of $533,163, an increase 
of $178,727. 


East Louisiana.—This roud, about 24 miles long, be- 
tween Pearl River and Covington, La., on the north side 
of Lake Pontchartrain, and which reaches New Orleans 
over the tracks of the New Orleans & Northeastern, is 
reported to have acquired control of the New Orleans & 
Spanish Fort Railroad, a short line on the south side of 
the lake. The latter is narrow gage but is to be made 
standard gage. and stand ird gage cars and engines have 
already beenfordered for this service by the East Louisi- 
ana. Three new standard gage locomotives have just 
been received. 


East & West.—This Alabama road. which was 
recently sold under foreclosure, has been reorganized, 
and a charter for a new company has been obtained in 
Georgia. 


Fort Wo th & Denver City.—The reorganization 
committee, under the plan outlined in the Railroad 
Ga-ette of Jan. 3, reports that over three-quarters of the 
bonds have been deposited, and informs bondholders 
who have not yet subscribed to the plan that they must 
deposit their bonds before Fe». 1 or they will be subject 
to the penalties the committee will then impose. Under 
the mortgage, bonds not deposited will not be entitled 
to any interest for five years. and will also te deprived 
of the bonus paid on each bond of $275 in preferential 
dividend sto-k. 


Georgia & Alabama,—The Superior Court of Sum 
ter County has denied the petition of the holders of 
the floating debt of the old fava-nah, Amer‘cus 
Mont-‘omery who songht to obtain prior.ty over the old 
Savannah, Americus & Montgomery bonds, and the 
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$300,000 reserved under the plan of reorganization to 
meet these claims can now be used for other purposes. 

It is reported that this road has acquired the Abbe- 
ville & Waycross, as noted elsewhere in this paper. 


Intercolonial of Canada.—A dispatch has gone the 
rounds of the press to the effect that the Dominion Gov- 
ernment proposes to sell the Intercolonial Railway to 
the Grand Trunk and the Canadian Pacifiv. Weare in- 
formed by officers of the road that there is no foundation 
whatever for this story. It originated with the opposi- 
tion press. and the idea is not at all popular in the coun- 
try served by the Intercolonial. 


Kentucky Midland.—Judge Cantrill of the State 
Court at Frankfort, Ky., has issued an order for the sale 
of the road. The court has fixed $240,000 as the lowest 
bid that will be received. The road extends southeast of 
Frankfort to Paris, and is about 40 miles long. 


Little Reck & Memphis.—The foreclosure sale of 
this road, which was to have occurred at Little Rock, 
Ark., on Jan. 22, was again postponed. The date of the 
postponed sale has not yet been announced. Th? three 
yost ponements have been at the request of the bond- 
10lders. It is understood that their plans for reorgani- 
zetion will be formulated within a month. 


Macon & Birmingham.—A dispatch from Macon, 
Ga., states that the sale of the road to Messrs. Edwards 
& Parsons, of Boston, for $200,000 has been confirmed by 
the Superic: Court. Prior to the reorganization of the 
Georgia Southern & Florida, this road was operated in 
connection with that line. It is understood that the 
purchasers represent a majority of the bonds. The im- 
pression is that the property was bought in the interest 
of the Southern Railway, which now controls the 
Georgia Southern & Florida. 


New York, New Haven & Hartford.—The company 
has petitioned the Massachusetts Legislature for leave to 
acquire land in Boston between the passenger station of 
the Old Colony and Federal street. Bostonians who hope 
that a Union station will be est iblished profess to find in 
this application an indication that the company has 
plans for a Union station under consideration, but Fede- 
ral street is on the east of the present station, while to 
make a union with the Boston & Albany station it 
would be necessary to acquire land on the west. The 
bill proposed by the railroad company provides for the 
issue of $1,000,000 of new Old Colony stock. 


Omaha & St. Louis.—At the foreclosure sale of the 
road in Omaha, Jan. 27, the property was bid in by C. 
B. Gold, of New York City, for the bondholders, the 

rice being $1,560,000. The only other bidder was W. C. 

Vinston, who is said to have represented the Wabash. 


Pennsylvania.—The statement of earnings of all 
lines east of Pittsburgh & Erie for December shows an 
encouraging increase of business. The gross earnings 
for the month increased $485,815, the total being within 
$300,000 of the highest on record, that of 1892. The net 
earnings were $150,779 more than last year or within 
$16,000 of the best December record, which was made in 
1893.’ The following shows the comparative statement : 





1895. 1894. Increase. 

GLOSS CAFD...cccvccccccse . $5,639.604 $5,133,789 $185,815 
ODEP. GED... .ccssccsevecvees 3,939 907 3,604,871 335,036 
Not CALM... .cccccccccees $1,699,697 $1,548,918 $150,779 


The following shows the earnings for the calendar 
year: 





1895. 1894. Increase, 

Gross earn.... . snawn weak $64,627,178 $58,704,284 $5,922,894 
Oper, Eap.......ccerceees 44,914,309 40,363,744 4,580, 

NOG GRED .0.sicsescseeecses $19,682,869 $18,34 ',540 $1,312,329 


The lines west cf Pittsburgh for December show a 
gross increase of $425,264 and a net increase of $212,362 ; 
and for the year, a gross increase of $4,591,314 and a net 
increase of $2,769,369. 

In the suit of the City of Burlington, N. J., against the 
Pennsylvania Railroad Company to restrain the road 
from laying a second track through that city, Vice Chan 
cellor Bird has filed an opinion sustaining the city. The 
railroad company has no legal right to make the im 
provement without the consent of those authorities and 
special legislative action. The railroad company held 
that it had a right under the charter of the Camden & 
Amboy, and an agreement entered into between that 
company and the municipal authorities of Burlington in 
1833, when permission was granted to lay rails. The 
Vice Chancellor decided that without — legislative 
authority authorizing it, a steam railroad company can- 
not construct its tracks longitudinally through the 
streets of any municipality in the State without the con- 
sent of the municipal authorities, and says that what- 
ever may have been the — of the railroad company to 
lay the first track, which has been allowed to stand un- 
questioned for 60 years, there is certainly no existing 
right by which the second track may be laid. 

The decision interferes with the contemplated improve- 
ments of the railroad rch. New Jersey, which have 
for their object the material shortening of the time re- 
quired to run trains from Philadelphia to the seashore. 


Philadelphia & Reading.—The statement of the Re- 
ceivers, showing the business for month of December, 
gives the earnings as follows: 














1895. _ 1894. Inc. or Dec. 
ARI cs exsasincanyasee $1,833,257 $1,551,928 I, $281,329 
CPDUETEED, «vs cccsscccesecs000s 1,017,518 917,067 [. 70,425 
Profit in oper.............. $815,739 $604,861 I. $210,878 
Net rec’ts f10m other sourc’s 75,339 72,912 I. 2,397 
Profit for month........... $891,078 $677,803 I. $213,275 
Equipment payments, ter- 
mioal trackage, improve- 
ments and renewals, and 
one-twelftb of current yr’s 
fixed charges (estimated). $853,168 $866,388 D. $13,220 
I. puke kockse ekankee 37,90 188,685 I. 226,495 
*Paymentsof Car Trust Cer- 
SORES 55 us/ckoanse ane sacs 520,000 —s«....... sesers 
Deficit after all payments. DOMROD. “<iawse> 3 os we cone 





* These certificates matured during the years 1891 and 1895, 
and are not a charge against the business of December. 
t Deficit. 


The statement of the Coal and Iron Company shows 
sross receipts of $2,216,357, and gross expenses of $2.298,- 
179, leaving a loss from mining of $82,420. To this is 
added $95,000, one-twelfth of the current year’s fixed 
charges, thus making the deficit for the month $177,420. 
For December, 1894, the deficit was $293,428. 


Plant System.—The Sanford & St. Petersburg Rail- 
road, a narrow gage line extending east and west across 
the central part of Florida, and now a portion of the 
Plant System, has been made standard gage between 
Trilby and St, Petersburg, 75 miles. This division of 


the Sanford & St. Petersburg connects the West Coast 
route of the Plant System with Port Tampa by a route 
north of that via Lakeland, and about the same length. 


Southern.—The statement of earnings for the month 
of December, and for six months from July 1, shows: 








December. 1895. 1894, Inc. 
DRE chicas) *Sacewoune 4,494. 4,494.24 
Le See eae $1,820,871 $1,677,181 $143,690 
Op. exp. and taxes....... ,187, 1,086,357 101,285 
PROBED a oie cpscueeee doee 633.228 590.824 42,405 
Per cent. exp. to earn...... 65.2 64.7 
Half year. 
EE eee $10,325,496 $9,640,606 $684,890 
Op. exp. and taxes......... 6,820,965 6,428,541 3.2425 
oe RE $3,504,530 $3,212,065 292,465 
Per cent. exp. to earn..... 66 66.6 


Union Pacific.—The reorganization plan of the Union 
Pacific, which has already been accepted by a majority 
of the security holders of that company, has been accepted 
by a majority of the consolidated first mortgage bond- 
holders of the Kansas Pacific division. The bonds here- 
tofore deposited with the independent Kansas Pacific 
Committee amount to $10,400,000 out of $11,000,000, and 
will now be turned over to the general reorganization 
committee of the Union Pacific.. 








Electric Railroad News. 


Brooklyn.—The Brooklyn Rapid Transit Company 
has keen incorporated with a capital stock of $20,000,000, 
and the preliminary tax of $25, has been paid. This 
company is a reorganization of the Long Island Traction 
Company, under the plan proposed by a Committee on 
Reorganization last June. It is proposed to issue 
$7,000,000 of 5 ag cent. bonds, to be secured by a mort- 
gage on all the property of thenew company. Each 
stockholder of the Long Island Traction Company as- 
senting to the reorganization plan will receive one share 
of new stock for every two shares of old stock, new bonds 
for the amount of the cash subscription of $10 a share 
paid, and new stock toan amount equal to 75 per cent. 
of yg amount of the cash subscription of $10 per share 
paid. 

Detroit, Mich,—Albert Pack, of the Detroit Railway, 
has agreed to sell to T. L. Johnson, of the Citizens’ 
Street Railway Co., $100,000 stock held by him and his 
friends in the older street car concern. In return for this 
the Citizens’ Co. has agreed to allow the cars of the 
Detroit Railway to use the Griswold street tracks of the 
Citizens’ Co. as terminals. 


Hagerstown, Md.—A bill has been introduced into 
the Maryland Senate to amend the charter of the 
Hagerstown City Passenger Railroad Co., increase the 
amount and reduce the par value of the shares of stovk 
of the company, and empower it to build branch roads 
to towns in Washington County. 


New York City.—Mayor Strong has signed the reso- 
lution passed recently by the Board of Aldermen, calling 
upon the Eighth Avenue Railroad Co. to extend its tracks 
from 150th street to 159th street. 


St. Leuis, Mo.—The Railroad Committee has granted 
an ordinance to the Central Railroad Co. to operate cars 
over the tracks of several street car lines in the city. The 
bill has yet to be brought before the Council. 








TRAFFIC. 





Traffic Notes. 


The Supreme Court of Nebraska has declared the 
“transfer switch law” unconstitutional. 

The amount of building stone shipped to eastern cities 
from Bedford and Bloomington, Ind., in 1895 was 1,560 
car loads. 

The’ Cincinnati, Jackson & Mackinaw now runs pas- 
senger trains through to and from Cincinnati over the 
Cincinnati, Lebanon & Northern, and the Cleveland, 
Cincinnati, Chicago & St. Louis. Two trains will be 
run each way daily. 

According to the New York Sun, limited tickets 
which have been altered by having the holes filled u 
with paraffin are very common nowadays. It is sail 
that certain railroads have instructed conductors to 
test limited tickets by the use of the thumb nail so as to 
detect plugged holes. 

The farmers in Northern Texas are complaining 
loudly because the railroads are taking corn to New Or- 
leans and Galveston from Kansas City cheaper than 
from Texas points. A temporary reduction of 2 cents 
per 100 lbs. has been made from North Texas points, but 
still the rates are as high as from Kansas City. 

Press dispatches indicate that the members of the 
Southern States Freight Association have held pro- 
tracted conferences looking to an agreement upon 
percentages of freight traffic between important compet- 
itive points. Itis proposed to make differential rates 
wherever necessary to equalize traffic conditions, 


The Pennsylvania Railroad has filed an amendment to 
its answer in the suits begun against it some time since 
by Harrisburg shippers, alleging violation of the long 
and short haullaw. This lawis embodied in the constitu- 
tion of Pennsylvania, and the highest court has recently 
decided that no legislative enactment is needed to put it 
into effect. The Pennsylvania Railroad now claims that 
the alleged lower charge for a longer haul was justified 
by dissimilarity of conditions. A defense is also made 
on the ground that a part of the traffic is interstate. 


Freight rates on lumber from. Saginaw and other 
prominent Michigan shipping points, southward, were 
slightly reduced a few weeks ago, since which time there 
has been considerable disturbance, competing markets 
having wry oO serious injury to their business. The 
shippers of Toledo are the most prominent complainants, 
po § rates from that city to points in Ohio and Indiana 
have now been reduced about two cents per 100 lbs. 
The reductions from Toledo affect the market at 
Cleveland, and rates from the latter city have been 
reduced; to Cincinnati from 9 cents to 71¢ cents, and *o 
Columbus from 7 cents to 6 cents. 


Chicago Traffic Matters. 
: CHICAGO, Jan. 29, 1896, 
The record for forming traffic associations was broken 
in Chicago last week by the general passenger agents of 
the lines of the Central Traffic Association, who, after a 
two days’ session, reached an agreement on all points 
and formed the Central Passenger Committee. The 
territory covered by the new compact will be the same 
as the old Central Traffic Association, but there are more 
roads in the agreement, all of the Chicago & Ohio River 
lines being in the new organization, With the exception 
of a few up-to-date changes, the new agreement is about 


‘ 


the same as the old one. Penalties for violations are 
provided for, and all questions that cannot be settled by 
the commissioner are to be referred to a board of arbitra- 
tion, composed of members of the association. At the 
third day s session rules and by-laws were adopted and 
an executive committe was elected. The members of 
this committee are Frank Reed (L., N. A. & C.), D. B. 
Martin (C., C., C. & St. L.)and A. J. Smith (L. S. & M. S.). 
The differential fare principal is recognized under the 
new agreement, wkich will become effective Feb. 1. Mr. 
F. C. Donald, for several years Chairman of the Cen- 
tral ‘Traffic Association’s passenger department, was 
elected Commissioner of the new committee by acclama- 
tion. The Central Passenger Committee will be, so far 
as practicable, entirely independent of the Joint Traffic 
Association. The headquarters of the new committee 
and its Commissioner will be in Chicago. 

The Western roads leading into Chicago believe they 
have solved the troublesome $2 per car stock yards 
trackage charge. When the Illinois Railroad Commis- 
sioners and the United States Court ruled that the roads 
could not legally make an extra charge for hauling live 
stock to the Union Stock Yards they did soon the ground 
that the Union Stock Yards had always been the recog- 
nized terminus of the Western lines in delivering stock, 
and that few of the roads had facilities of their own for 
handling stock in Chicego. The Western roads have 
now resolved to build yards of their own, and shippers 
will be given the option of consigning their stock to the 
railroad’s yards, where no switching charge will be. 
made, or to the Union Stock Yards, where the charge is 
exacted. This will place the responsibility for this charge 
on the Union Stock Yards Company,where it belongs. The 
Alton is putting its old stock yards in Chicago in shape 
to be used. The Burlington has about completed its own 
yards at Morton Park, the Santa Fe has nearly finished 
stock yards at Corwith, and the St. Paul and the North- 
western are considering plans for new yards. TheSanta 
Fe and Burlington yards are about six miles from the 
pees The former will have a capacity of 50 cars a day, 
and the latter will be somewhat larger. The eastbound 
lines from Chicago have agreed to continue the $1 per 
car trackage charge at_the stock yards, and the Chicago 
and Ohio River roads have taken similar action. 

The lines both east and west of Chicago are having 
trouble over the limitations of tickets for the big meet- 
ings to be held next summer, Officers of the G. A. R. 
say that unless the return portions of tickets to their en- 
campment at St. Paul next September are extended to 30 
days the encampment will be held in some other city, 
probably Buffalo. The St. Paul lines say that the rate 
made for this meeting— one cent a mile—is too low to 
permit of such extended limits. The citizens of St. Paul 
are greatly agitated over the matter, bat the roads have 
thus far refused to make the extension. The Joint Traffic 
Association is not inclined to allow a 60-day limit to 
tickets to the National Educational Association conven- 
tion, to be held at Buffalo next — These people are 
also up in arms and say they will accept nothing less 
than 60 days. The Pacific coast roads have offered the 
National Educational Association peouie a 60-day limit 
to their tickets if the meeting is held at Los Angeles. 

All of the Chicago-Kansas City lines will come out 
with new time-tables Feb. 2, lengthening the running 
time of passenger trains between the two cities from 
15 hours to 15 hours and 45 minutes. 

After a three days’ conference in Chicago last week, 
the executive officers of the Southwestern roads agreed 
to divisions of grain from Southwestern Missouri River 
points to the East and to ports on the Gulf of Mexico. 
These divisions will date back from Jan. 1. This agree- 
ment will restore grain rates in the Southwest and will 
check the tide of grain shipments from Kansas and 
Nebraska to the Gulf ports, where the bulk of the export 
traffic has gone during the past few months. 

Atarecent meeting of the general freight agents of 
the eastbound lines it was agreed to recommend to the 
general managers that the elevator allowances of the 
Wabash and Michigan Central roads be met by all of the 
other lines. It was also agreed that pending the decision 
of the general managers all of the roads should ignore 
the allowances of these two lines. 

The = which the Chicago and Ohio River roads have 
entered into on theatrical and special party business is 
working verysmoothly. The business is divided equally 
and each road takes.its turn with special parties. The 

ool of the Chicago-St. Paul roads in the same traffic, 

owever, exists in name only, the manipulation of the 
ten-ride party tickets having played havoc with this 
agreement. The scalpers at St. Paul and Chicago have 
formed a pool and take turns in sellirg these tickets. 
They turn over all their party business to one of their 
number one day and to another the next. ‘lhe general 
managers have this week discussed several schemes to 
stop this abuse, and it is quite likely they will agree on 
-~ abolition of the tickets in the entire Western terri- 

ory. 

Eastbound freight rates from Chicago are now being 
absolutely maintained at tariff. Total shipments east- 
bound, exclusive of live stock. by all lines for the week 
ending Jan. 25, amounted to 77,704 tons, compared with 
77,011 tons for the previous week, an increase of 693 
tons, and against 54,963 tons for the corresponding week 
of last year. The proportions carried by each road were: 




















WEEK WEEK 
TO JAN. 25. TO JAN. 18, 
Roads. 

Tons. | p.c. | Tons, | p.c 

Michigan Central........... 8.315 10.7 8,547 11.1 
Li | i a ater 7,752 9.9 7,554 9.8 
Lake Shore & Mich. South.| 11,267 11.6 9,557 12.4 
Pitts., Ft.Wayne & Chicago; 6,804 88 7,321 9.6 
Pitts.,Cin.,Chi. & St. Louis.) 8,415 |! 10.8 8,283 10.0 
Baltimore & Ohio.......... -| 5,593 7.2 4,122 5.3 
Chicago & Grand Trunk....| 8,699 11.4 11,807 15.3 
New York, Chic. & St.Louis} 6,650 8.6 7,545 9.8 
a dutt | eel ages ee 8,985 11.5 8,201 10.0 
C., C., C. & St. Louis.......] 5,224 6.7 073 5.3 
Totals..... mena sents 77,704 | 100.0 77,011 | 100.0 














== 


Of the above shipments, 5,546 tons were flour, 44,926 
tons grain and mill stuffs, 10,186 tons cured meats, 8,768 
tons dressed beef, 1,554 tons butter; 1,436 tons hides, and 
3,416 tons lumber. 


Southeastern & Mississippi Valley Freight Rate 
Committee, 

Representatives of roads in the territory south of the 
Ohio River east of the Mississippi and west of the ter- 
ritory of the Southern States Freight Association met at 
Louisville Jan. 22, and formed an association under the 
above name. The roads represented were the Louisville 
& Nashville; Nashville, Chattanooga & St. Louis, South- 
ern Railway, Memphis & Charleston, Mobile & Ohio, 
Chesapeake, Ohio & Southwestern and the Cincinnati, 
New Orleans & Texas Pacific, 




















